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PITTSBURGH RESOLUTIONS 

We are printing elsewhere resolutions unanimously 
adopted by the Traffic Club of Pittsburgh exactly in line 
with the platform of principles adopted by the delegates 
to the recent convention of the Associated Traffic Clubs 
of America and, in great measure, identical in language 
with that platform. The Pittsburgh Club has remained 
out of the national association, largely for the reason, as 
we understand it, that it has considered itself a purely 
social club. Its action, therefore, in adopting these reso- 
lutions expressing its position on fundamental transpor- 
tation principles, marks a change in its views as to its 
function and, we hope, is an indication that it looks with 
more favor on the national association. Certainly, if it 
expects its action to have national weight, it should lend 
its influence toward making the national machinery effec- 
tive. At any rate, we congratulate the Pittsburgh club, 
not only on its apparent realization of its proper function 
and opportunity to take part in public education along 
transportation lines, but on the excellence of its expres- 
sion of its views. 


COMMISSION APPOINTMENTS 

There is, perhaps, no one thing in which both ship- 
pers and carriers are more vitally interested than the 
matter of the kind of appointments that are made to the 
Interstate Commerce Commission. This is for obvious 
reasons; they are the same reasons that cause honest 
litigants in any proceeding to desire the case heard be- 
fore a competent and unbiased judge. In the case of 


| the Commission it is more than ordinarily important that 


the tribunal should be composed of this kind of men, for 
the reason that the Commission not only decides speci- 
fic cases in which a shipper or carrier may be directly in- 
terested, but it exists as a continuing body for the admin- 
istration and enforcement of the various statutes having 
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to do with the business of interstate commerce. Its mem- 
bers must be competent, if the laws are to be intelligently 
administered, and they must be unbiased, if the laws are 
to be fairly administered. 

All that is fundamental and we do not suppose there 
are Many persons not in entire agreement with the ex- 
pression of the principle, as voiced by the Associated 
Traffic Clubs of America in the following resolution, 
adopted by its delegate convention at Cleveland in De- 
cember, 1923, and ratified by the thirty-seven member 
clubs that voted on it: 

“Resolved, that it is the sense of the Associated 
Traffic Clubs of America, to be presented to the Presi- 
dent of the United States, with proper representations as 
to our qualifications to speak, that appointments to the 
Interstate Commerce Commission should be made with 
sole view to the experience and the fitness of appointees 
to serve on this body, whose functions are of the utmost 
importance to the shippers and the carriers, and that they 
should not be appointed with a view to giving any parti- 
cular group or special interest representation on the 
Commission, but be representative of the public as a 
Appointees should be men who, by previous 
training, are qualified to deal with the problems coming 
within the jurisdiction of the Commission.” 


whole. 


And yet there have been two appointments made re- 
cently that are not believed by most persons to be in 
accord with the principles expressed in this resolution. 
That is not especially surprising. What is surprising is 
that those who agree with the sentiments expressed in 
the resolution made no criticism of the appointment of 
Mr. McManamy, who was appointed out of consideration 
for railroad labor, and will make none as to the reap- 
pointment of Mr. Campbell, who was appointed as a rep- 
resentative of the so-called intermountain interests. We 
predict that none of any importance will be made with 
respect to the Campbell reappointment because we judge 
the future by the past, and we know what happened with 
respect to Mr. McManamy. 

The above quoted resolution of the Associated 
Traffic Clubs of America was not its first expression of 
opinion on the subject. It had, some time before, adopted 
a similar resolution which was ratified by member clubs. 
Then came the McManamy appointment by President 
Harding. The delegates to the next convention of the 
association promptly adopted another resolution “ad- 
monishing” the President that his appointment was not 
in line with the expressed wishes of the men who do the 
traffic business of the country. This resolution was the 
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December 13, 1924 


subject of much heated discussion when it came up for 
ratification by member clubs. In the midst of the dis- 
cussion, President Harding died, so the resolution died 
q natural death and was formally rescinded before it had 
been considered by all the member clubs. But it is quite 
likely that it would have been defeated by a majority 
of member clubs even if President Harding had lived. 
That is what happened to it in many of the clubs that 
had voted on it. And their reasons were interesting. 
Many members expressed the opinion that it might be 
embarrassing to them in their dealings with the Commis- 
sion to have it known that they had opposed the appoint- 
ment of one of its members. That was a bad reason, of 
course, but one that could be understood. Most men are 
not courageous enough to come out in the open when 
to do so may mean embarrassment for them. So they are 
for dealing in generalities and leaving names out of the 
case. The other reason was that it would be in bad 
taste to criticise the chief executive of the nation for 
something he had done. It was well enough, men who 
held this idea said, to tell the President what they wanted 
him to do, but when he had acted his action should not 
be criticised. That reason we were unable to under- 
stand. We think what we have to say of or to the Presi- 
dent of the United States should be said politely, but we 
do not understand why he should not be criticised for 
what he does when it does not meet our approval—which 
is merely to say that he should be told when what he 


does is not what we believe to be in accordance with 
sound public policy. 


As to Mr. Campbell, the situation has been and will 
be largely the same. There has been criticism of him 
expressed to the President, but that criticism has been 
largely sectional 
of him has been ‘sectional. He is a sectional appointment; 
which, in itself, is not good public policy. Moreover, he 
has been an advocate rather than a judge in certain mat- 
ters with which the Commission has had to deal. This 
is known of him and his reappointment, we believe, will 
not be generally approved. 


What we are getting at in all this is not particularly 
to criticise President Coolidge—for he probably has not 
had the benefit of the sentiment we have been pointing 
out—nor to criticise former President Harding—for the 
situation was much the same with him—nor yet particu- 
larly to criticise the appointments themselves, though 
we do not think they are good, but to point out to the 
persons interested in having an able and unbiased Com- 
mission that they cannot hope to have and maintain it 
if they do not emphatically make their views known, 
even at the cost of going into personalities when indivi- 
duals are at issue. What good does it do to tell the Pres- 
ident of the United States, by resolution, duly engrossed, 
that we want a certain kind of men appointed to the 
Commission and then, when he asks us about this man 
recommended by certain politicians or sections, or even if 
he does not ask us, when we know that a certain objec- 
tionable man is under consideration, we refrain from 
Making our objections known? 


If the President of the United States, whoever he 
may be, is to appoint the right kind of men to the Inter- 
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just as what has been said in support. 
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state Commerce Commission, he must be told, not only 
by pretty resolutions, but in all other possible and proper 
ways, just what kind of men we have in mind, and when 
a certain individual is under consideration by him or 
there is reason to suppose that such is the case, the tests 
must be applied to that individual. If we are not ready 
to do that we ought to quit talking about the kind of 
Commission we want. 'The only way to get it is through 
the man who appoints it. That man is our servant, elected 
by our votes. We have a right to tell him what we want 
and to object if he acts contrary to our desires—provid- 
ing, of course, that our desires have been made plain to 
him. The sooner we learn that lesson the sooner shall 
we be assured of the right kind of Commission 


TINKERING WITH THE LAW 


There has developed at the present session of Con- 
gress a disposition on the part of some friends of sound 
transportation to tinker with the transportation act in 
the hope of getting some things done to it that they 
think ought to be done. Admitting, at least for the sake 
of the argument, that the things they want done would be 
proper, still, why the hurry? It was admitted by almost 
everybody, before the election, that the efforts of the kind 
of people we have in mind ought to be devoted to defend- 
ing the transportation act from attack by its enemies 
rather than to attempting amendments to it, for the 
reason that, Congress being composed so largely of rad- 
icals, destruction rather than construction might result 
if amendments to the act were proposed. It was argued 
that, though the transportation act was not perfect, it 
was fairly good and the railroads were approaching 
prosperity and the business of the shippers was being 
efficiently taken care of under it, and that it would be 
better to wait for a different atmosphere in Congress 
before trying to improve it. 

Then came the election. Its result, so far as Con- 
gress was concerned, was pleasing to sane persons, for 
the reason that the radicals were rebuked and, in some 
cases, actually defeated. But those results do not become 
effective until the next Congress. The present Congress 
is unchanged. Why, then, take the risks that were being 
avoided before the election? It would be fine if some 
of the results longed for by Senator Cummins and others 
could be achieved in the present Congress, but the 
chance is slim at best, and why take it? : 

We think these well-meant efforts are misguided and 
that railroad executives or others with influence who 
lend them support are making a mistake that may prove 
serious. Why open a controversy over the Labor Board 
question? Why not simply defeat the Howell-Barkley 
bill, if its supporters succeed in bringing it to a vote, 
and why not let the present law with respect to consoli- 
dations rest, at least until the new Congress comes into 
power? There are other things than the labor and rail- 
road consolidation questions in the minds of persons 
who think improvements could be made in the trans- 
portation act. Why may they not all be thrown into the 
hopper if the lid is to be taken off? We still say, “hands 
off the transportation act,” at least for the present. 
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COMMISSIONERS REAPPOINTED 


President Coolidge December 8 nominated Commissioners 
Meyer and Campbell for reappointment for another term, begin- 
ning January 1. 

The Senate, December 10, confirmed the nominations of 
Commissioners Meyer and Campbell for seven year terms, be- 
ginning January 1. Earlier in the day a favorable report on 
the nominations was adopted by the Senate interstate com- 
merce committee. 

Senator Jones, of Washington, who was a visitor at the 
White House December 6, recommended to President Coolidge 
that Commissioner Campbell be reappointed when his term ex- 
pired the end of this month. 

The following resolutions were adopted by the members’ 
forum of the Oregon City Cahmber of Commerce, Oregon City, 
Ore., and endorsed by the board of governors of the Oregon 
City Chamber of Commerce: 


Whereas, Certain interests or cities of the Pacific coast, desig- 
nated as ‘‘Terminals,’’ have seen fit to attack the good faith of Mr. 
J. B. Campbell as a Commissioner of the Interstate Commerce Com- 
mission, and ‘ 

Whereas, We believe these so-called ‘Terminals’ are actuated 
by selfish motives due to their own interpretation of what should 
constitute fourth section relief, and 

Whereas, The appointment of Commissioner Campbell in 1921 
was in recognition of his knowledge of transnortation matters and a 
desire to have the so-called “Intermountain” and ‘“Intermediate’’ 
countries represented on the Interstate Commerce Commission, and 

Whereas, Oregon City, Ore., with its highly developed industries 
and intermediate location is dependent upon a wise and constructive 
interpretation of the Transportation Act, therefore, be it . 

Resolved, That the Member’s Forum of the Oregon City Chamber 
of Commerce go on record as expressing the fullest confidence in Mr. 
Campbell as a Commissioner of the Interstate Commerce Commission, 
and, be it further 

Resolved, That a copy of this resolution, urging his reappoint- 
ment to the Commission, be forwarded to President Calvin Coolidge. 


REVISION OF FREIGHT RATES 


In sending to members the resolution adopted by the Na- 
tional Industrial Traffic League at its recent New York meet- 
ing, J. H. Beek, executive secretary, wrote them the following 
letter: 


I enclose copy of a resolution adopted by The National Industrial 
Traffic League, at its annual meeting held in New York City, No- 
vember 19 and 20, 1924, relative to a proposed general revision of the 
freight rate structure of the United States, by reducing rates upon 
the so-called basic commodities, and increasing the rates upon man- 
epenuved articles, and other traffic moving under class or commodity 
rates. 

The National Industrial Traffic League is unalterably opposed 
to statutory rate-making, or congressional interference with the 
freight rate structure of the country. It is likewise opposed to any 
effort on the part of other branches of the government to compel a 
wholesale revision of freight rates. 

The freight rate structure has been developed gradually through 
natural economic processes, and through findings and orders of the 
Interstate Commerce Commission. This development is still going 
on through these proper channels, and maladjustments in rates are 
being ironed out in harmony with sound economic principles. Violent 
or sweeping general changes in rates have generally been and should 
always be avoided. Attempts to pursue such methods are fraught 
with grave danger to business and agricultural interests. Better 
results can be and are being secured by the orderly procedure fol- 
lowed by the Commission, in adjudicating individual complaints, and 
investigating, from time to time, the rates upon particular commodi- 
ties or in particular sections. 

There is pending before Congress a joint resolution (S. J. 107) 
which directs the Interstate Commerce Commission to enter imme- 
diately upon an investigation and revision of the freight rate struc- 
ture of the country. 

The joint resolution carries no appropriation, and Commissioner 
Esch seerey ng batore the Committee on Interstate and Foreign Com- 
merce of the House, on behalf of the Interstate Commerce Commis- 
sion, in response to an invitation from the chairman of that com- 
mittee, pointed out to the committee the magnitude of the task which 
the resolution contemplates and the absolute inability of the com- 
mission to undertake and properly prosecute the work within a rea- 
sonable time without a larger organization than it now has, and 
without a substantially greater ‘appropriation than is proposed, for 
the fis¢al year 1925-1926. 

Will you kindly give this resolution careful consideration, and 
take such action with respect to it as appears to you to be in the 
public interest: - 


He supplemented this letter with the following, to members: 


We enclose herewith three or four copies of a resolution, adopted 
by The National Industrial Traffic League at its annual meeting held 
in New York, November 19-20, 1924. A copy of the resolution, printed 
separately, was sent to each United States Senator, each member 
of the House of Representatives, each member of the President’s 
cabinet, as well as each member of the so-called Agricultural Com- 
mission, with a personal letter, which read identically the same as 
the letter on the first page of the printed enclosure, (This letter is 
printed above). 

We would like to procure as much publicity as possible for this 
resolution, and, wherever possible, editorial comment thereon. Will 
you not kindly give one of the enclosed copies to each of the leading 
newspapers in your community? If in addition you will call upon the 
editor and explain to him the nature of The National Industrial 
Traffic League, the character of its membership, and its interest in 
transportation subjects, etc., we will greatly appreciate it. 

We respectfully suggest that you emphasize that The National 
Industrial Traffic League is unalterably opposed to legislative rate- 
making, or legislative interference with the freight rate structure 
of the country. It is likewise opposed to any effort on the part of 
other branches of the vernment to compel a wholesale revision of 
freight rates. The freight rate structure has been developed grad- 
ually through natural economic processes, and througf findings and 
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orders of the Interstate Commerce Commission, as its offices haye 
been invoked from time to time. This development is still going op 
through these proper channels. 

The government created the Interstate Commerce Commission ag 
its agency to carry out its policy of regulation of the railroads, ff 
regulation is to be cogstructive and intelligent, that agency should 
not be interfered with either by Congress or other departments of 
the government. The Interstate Commerce Commission proceeds jp 
an orderly way by holding hearings, taking testimony under oath 
on the questions before it, and deciding those questions in the light 
of the facts adduced. While the Interstate Commerce Commission 
is not infallible we submit that in no other way can the regulation 
of the railroads be wisely and consistently administered. The al. 
ternative to orderly procedure by the Commission is regulation by 
Congress prompted by impulse, or in response to public clamor, or 
as is frequently the case, inspired by political considerations. : 

The National Industrial Traffic League stands for orderly pro- 
cedure, and it believes that the public interest will be best serve 
in that manner, 


We will greatly appreciate your co-operation in  bringi 
resolution to the attention of the public. if ning 

Commercial organizations, particularly, should bring it to the at- 
tention of their boards of directors, and wherever possible have jt 
adopted by their organizafions. 

Where commercial organizations publish a 
regularly issue bulletin advices to their 
possible, publish this resolution therein. 

We will gladly supply additional copies if needed. 


MEETING TRUCK COMPETITION 


The Trafic World Washingtgn Bureay 


With a view to meeting truck competition, the Oklahoma, 
New Mexico & Pacific has filed its I. C. C. No. 35, effective 
December 20, and supplement No. 1, thereto, effective January 
20, establishing a pick-up and store door delivery service, in 
which it holds itself out to absorb drayage charges, not exceed- 
ing two cents per 100 pounds to pay for the service of bringing 
traffic to its stations, when the freight is destined to points on 
its line. In the supplement the declaration is made that all 
rates published therein, unless otherwise provided, apply from 
depots of the company and except that they will include col- 
lection service from the address of any consignee located within 
the “collection and delivery limits” of stations marked with a 
solid black disc. Stations on that short line so marked are 
Ardmore, Healdton, Ringling and Wilson. Lawn Grove, the 
other station on the line is a non-agency station and no collec. 
tion or delivery service is promised at that place. The cor. 
porate limits, as they were on December 1, constitute the col 
lection and delivery limits in all the places other than Ardmore, 

The supplement describes the Ardmore limits by streets 
and other land marks. In the original tariff, the one marked 
to be effective December 20, the district was defined by naming 
the business houses within the area from which shipments might 
be expected together with the promise of extending the service 
to any point within the area intermediate between the business 
places named and the depot. 

Absorption is to be accomplished by means of monthly 
statements, with 2,500 pounds as the minimum; that is to say, 
the company does not hold out to absorb less than fifty cents 
per month. Delivery is limited to articles not weighing more 
than 250 pounds. The company also undertakes to deliver to 
the station of the American Railway Express Company at 
rates shown in the two sections of the tariff, whichever makes 
lower. As published originally the absorption had no minimum 
limit. Therefore, in the supplement, the limit of 2,500 pounds 
had to be shown as an increase in the charges. 

The main tariff shows it went into effect as to state busi- 
ness on November 14, and the supplement on December 3. 


TRANSPORTATION ROUND TABLE 


A round table conference on transportation has again beet 
placed on the program of the annual meeting of the Americal 
Economic Association, meeting in Chicago, December 30, at 
the Congress Hotel. The subject under consideration this year 
is of interest to all students, educators and employers, as well 
as to the general public. It is“Traffic and Transportation Edv- 
cation.” The program is as follows: 


weekly bulletin or 
members, they should, if 


_ What Should Constitute a Single Cultural Course in Transporta- 
tion. Sidney L. Miller, assistant professor of economics, University 
of Wisconsin. i 

The Place of Transportation Instruction in the College and Uni- 
versiey Curriculum. Lewis C. Sorrell, assistant professor of trams- 
portation and communication, University of Chicago. 

Balancing the Cultural and Vocational Phases in Traffic Manage- 
ment Courses. Wayne E. Butterbaugh, director of education, traffic 
management department, LaSalle Extension University. 

What Can the Railroads Do to Enlist the Services of University 
Men Who Are Attracted to Transportation Work? Winthrop M. Dan- 
os cgaaa DeWitt Cuyler, professor of transportation, Yale Unl- 
versity. 

The Railroad Viewpoint Toward Traffic Education. Kenneth F. 
Burgess, general attorney, Chicago, Burlington & Quincy Railroad. 

These ten-minute papers will be presented, followed by discus 
sions. Professor William J. Cunningham, Harvard University, will 
act as chairman. 





PACIFIC CAR DEMURRAGE 

The report of the Pacific Car Demurrage Bureau for October, 
1924, shows 23,483 cars held overtime—a percentage of 08.28—- 
as against 24,252—a percentage of 07.88—for October, 1923. 
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Current Topics | 


in Washington 





Chances of the New Consolidation Bill—As an excuse for 
making talk about psychology, the Winslow railroad consolida- 
tion bill is good. In view of recent history, it is believed safe 
to suggest that the bill will not have the enthusiastic support 
of either Senator Cummins or Senator La Follette. The former 
is the author of a bill for consolidation. Pride of opinion is 
not unknown among senators of the United States. It would 
hardly be natural for Cummins to abandon his bill and take 
up that of Winslow. Mr. Winslow goes out of public life on 
March 4. Senator Smith, of South Carolina, is to remain 
chairman of the interstate commerce committee until March 4. 
Senator Cummins could be put back into that place, which he 
held until this Congress came into being at this session only by 
a change of heart on the part of senators La Follette, Brook- 
hart, and Frazier, or desertion of Smith by a considerable num- 
ber of Democrats, and a move by Republicans to displace the 
South Carolinian. The next query is as to how much enthusiasm 
might be expected on the part of Smith, in the event that 
Winslow could get the House to pass his bill before the end 
of this session, which is also the end of Winslow as a member 
of the House. Smith’s party did not fare well at the recent 
election. Settlement of the big railroad consolidation problem, 
it is suspected to appraisers of the bestowal of political credit, 
would not redound to the credit of the party of which Smith is 
a member. Yet he might be moved to activity in behalf of the 
bill. That measure could be passed, in a physical sense, by the 
Senate, without waiting for the House. Some senator, without 
even sO much as a “by your leave,” could adopt the Winslow 
bill as his own and introduce it in the Senate. There are no 
purely parliamentary obstacles in the way of either house of 
Congress. While speaking for “the people” before the recent 
election, Senator La Follette, who still holds the balance of 
power, spoke of the consolidation permitted and encouraged by 
the present law as a monstrous thing. Perhaps, it has been 
suggested, the voters chastened him to such an extent that 
he has dropped his view on that point. Those who have had 
him under observation for a long time know that, when he finds 
himself in a tight place, he can “play ’possum” as well as any- 
body, but no one has ever said he ever changed his mind while 
remaining quiet. Inasmuch as the session must end at noon 
March 4, it would be too much even to think that he would 
allow the bill to pass. Only a small amount of talking would 
serve to sidetrack it. With Cummins probably thinking it was 
not altogether clubby for Winslow to get experienced and expert 
men, other than the senior senator from Iowa, to help him 
draft a consolidation bill, with La Follette opposed to consolida- 
tions, and with Smith, for political reasons, indifferent, the 
chances in favor of the Winslow bill at this session could be 
set down, by a conservative person, as being represented by a 
rimless cipher with a minus sign preceding it. Yet, as a factor 
of psychological effect, the introduction of the bill at this 
session is regarded as something of measureable value. Com- 
missioners, it is believed, would be warranted in believing its 
introduction to be evidence that a considerable part of the law- 
making body, which, of course, includes President Coolidge, is 
convinced that the law, as it now stands, is defective and in 
need of amendment. A natural consequence of such an opinion 
would be the laying aside, for the accomplishment of more 
pressing work, of the work on the permanent plan of consolida- 
tion. The authors of the bill may have thought of such an 
effect on the Commission. The idea may have appealed to them 
as a reason for the introduction of the measure at a time when 
real progress through the legislative mill seemed so far out of 
and range of possibilities. The experience of the members of the 
Commissions with the present law has taught them, it is be- 
lieved, that it cannot bring about the desired consolidations 
nor, in the end, be very helpful along that line. 





Consolidations in Four Years.—In the four years since the 
enactment of the consolidation parts of the transportation act 
there has been not one full-fledged consolidation of size—that 
is, one in which the last vestige of the companies ‘ought into 
a@ unification has disappeared from view. The skel Plate 
merger was made under state laws. But ninety-three acts, 
each of which a layman would call a consolidation, have been 
approved by the Commission. The underlying companies, how- 
ever, have not been wiped out. They have merely leased 
their properties to the companies that acquired their stocks, some 
for 999 years, as in the case of Pennsylvania subsidiaries. By 
Means of such unifications, thirty-three of which were approved 
in the year ended with October, something like 13,000 miles of 
tailroad have been brought under the management of men who, 
before that time, were strangers to a greater or a less degree. 
Ever since the adoption of the tentative plan for consolidations 
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that tentative plan has been something of a bogie to those 
desiring to make consolidations. Under the Winslow bill there 
would be five years in which the judgment of the Commission, 
formed on the facts presented in each case, unhampered by 
any tentative plan, would be the sole guide to consolidations. 
Such freedom, it is believed, would bring about the consolida- 
tions the country, speaking through the statute makers, seems 
to desire as being a relief from some evils. After that open 
season it would be the duty of the Commission to think about 
methods to force consolidations for the stiff-necked owners 
of railroads for those fearing they would get the poor end of 
the bargain, who had held out against all blandishments to 
cast their lots in with others, for the good of the country. 
Under such a law the present pretense that a 999 year lease 
was not a consolidation could be given up. The present way 
of bringing railroads into units is something like the scheme 
for mandate territory adopted by the Versailles treaty to avoid 
the charge that the end of the world was was marked by the 
old, crude territory-grabbing game. 





Horse Coming Back in New York.—According to Maj. Elihu 
Church, transportation engineer of the Port of New York Author- 
ity, the horse-drawn truck is coming back into use in New York 
because street and warehouse facilities were built for the horse 
and not the motor truck. He told the news to an association 
of horse men. Owing to congestion resulting in delays to trucks 
in New York, he said that, in certain lines, it cost less than 
half as much to operate horse as motor trucks. Boston and 
New Orleans, with streets laid out when the packhorse, rather 
than the horse truck, was a big factor in urban transportation, 
it is suggested, will be able better to appreciate the situation in 
New York than men living in the wide, open spaces in Wash- 
ington and western cities. Streets in Washington were made 
wide, with diagonal avenues, because Major L’Enfant, who drew 
its plans, remembered the difficulty experienced in Paris in 
dealing with revolutionary parties in the streets of that city. 
Whenever an energetic citizen like Napoleon Bonaparte tried 
to treat the malady with a whiff of grape and cannister, the 
revolutionists could go to safety around the corner. With a 
diagonal avenues to help him, the energetic citizen in Washing- 
ton could park his cannon in a circle created by the intersection 
of streets and avenues and command the situation with compar- 
atively few pieces of artillery. L’Enfant’s military precaution 
has never been of any military value in Washington, but the 
motor vehicle has made fine use of the wide streets and 
wide avenues. There are timid souls who sometimes think the 
danger that L’Enfant sought to guard against is less terrifying 
than the danger that is here, but that is not the point. 





A Far Future Provision.—It may be a far cry to the use of 
the air by common carriers of freight, but, if the House Com- 
mittee on interstate and foreign commerce induces Congress 
to pass H. R. 10522, creating a Bureau of Civil Air Navigation 
to supervise the use of the air, the new competitor of the rail- 
road and the ship will find itself regulated in its essentials so 
far as its relation to the shipper is concerned, when it arrives. 
The committee proposes, for the common carrier by air, the 
encouragement of carriage by air through the enactment of an 
equivalent for the Carmack-Cummins amendment for saddling 
liability for through shipments on connecting carriers as agents 
of the initial carrier instead of agents for the shippers, and the 
extension of the Pomerene bill of lading act to cover the receipt 
of freight for transportation. The committee, in its report on 
that bill, asserts that the enactment of such regulatory statutes 
will encourage air navigation by giving the shipper the protec- 
tion of a standard bill of lading and the carrier a limitation and 
standardization of the risk assumed by him. The bill pro- 
poses that air navigation, when it comes, shall have a legal 
basis which the average man probably would regard as much 
more substantial than the medium used by the new class of 
carriers. 





Getting the Ultimate Kick.—It may be necessary for the 
Massachussetts Institute of Technology, to whom Eastman, the 
Kodak man, has given about $15,000,000 in the last three years, 
to establish a school of rhetoric and oratory to the end that 
the engineers it and other technical schools send forth may 
bring their achievements to the proper notice of the benefited 
public. That thought is suggested by the seeming failure of 
the public sense the meaning of what the Delaware & Hudson 
did December 4, when it announced the completion and the 
christening of the Horatio Allen, its super-power locomotive at 
its shop at Colonie, near Albany, N. Y. The engine is designed 
to carry a steam pressure of 350 pounds to the square inch, 
instead of the 200 pounds that is the fact in ordinary locomo- 
tives. The railroad company worked on it for twenty years 
and it cost $105,000 to build the engine. The company claims, 
notwithstanding the high pressure, that the engine has a greater 
factor of safety than the locomotive carrying steam at only 
200 pounds pressure. With steam under a 350 pound pressure 
the engine can do one-third more work at a one-third less con- 






































































































1302 


sumption of coal and water at the lower pressure. L. F. Loree, 
himself an engineer, explained to the guests that, after water 
is brought to the point of giving off steam, with no pressure, 
with about 1150 heat units, it takes only about 49 additional units 
to bring it to 200 pounds pressure. The ultimate kick to 350 
pounds pressure can be brought about by the addition of about 
7.5 units. Those additional 7.5 units, he pointed out, brought 
about an increase of 75 per cent in power—adding 150 pounds 
pressure to the 200 pounds brought into being by the 1,200 heat 
units. The problem to get the benefit of that ultimate kick 
from 200 to 350 pounds pressure, was to increase the strength 
of the boiler and all other pressure containing parts so as to 
stand the added pressure without being so heavy as to make the 
machine of no value. That is what the company told the 
world without causing a commensurate splash, because engin- 
eers are not gifted orators and have few Kiplings among their 
intimates—at the time and place mentioned. In honor of Horatio 
Allen, the young Delaware and Hudson engineer, who went to 
England in 1827 and contracted for four locomotives, the com- 
pany named the new-comer “Horatio Allen.” One of the four 
locomotives brought over by Allen was set up at Honesdale, 
Pa., and on August 8, 1829, Allen ran it—the first steam loco- 
motive to turn a wheel on the western hemisphere—according 
to Delaware and Hudson history—a challenge to the Stevens, 
1825, tradition. The engine ‘set up by Allen was known as the 
Stourbridge Lion. Among railroad men, the Stourbridge Lion 
is as well known as the Rocket, so named by an infidel who ex- 
pected it to blow up and come down in emulation of a rocket. 
The Stourbridge Lion weighed seven tons, the Horatio Allen 
273 tons. 


A Dictionary for American English.—The University of Chi- 
cago, it is said, has planned to publish a dictionary of American 
English, whereat there is much joy on the part of some persons. 
In the spoken language there may be such difference as to war- 
rant a move of that kind. A work that, it is believed, would 
be of greater value would be one intended to bring about the 
elimination from use of words having almost opposite meanings, 
especially from official productions, such, for instance, as a 
finding of the Commission. In its report on I. and S. No. 2216, 
a case pertaining to rates on coke to Cincinnati and group, the 
Commission uses the word “apparently” in such way that no 
reader can know, from the context, what sense to attribute to 
it. Speaking of the proposed rate on coke to Cincinnati the 
Commission said: “It would apparently result in undue preju- 
dice to that point.” The other language does not help the one 
who is searching for the meaning of “apparently,” as used there. 
The Commission may have meant that, obviously, the rate would 
cause undue prejudice or it may have meant that seemingly it 
would do that. In some countries an attempt has been made to 
create organizations having authority to speak conclusively as 
to the way to spell words, and, in a sense, to show the mean- 
ing that should attach to them, if and when used. Differences 
in the use of English words now, as compared with some other 
time, the man who is forced to weigh his words probably would 
admit, were of no importance. Americans use “ill” and “sick” 
as Shakespeare used them but not as Englishmen of today use 
them. The same is true, to some extent, as to “fall” and 
“autumn.” The American mountaineer pronounces “join” as it 
was pronounced hundreds of years ago, as if spelled “jine.” 
An American school book, dated 1814, had an irritated father 
exclaiming to his child, “I’ll learn you” instead of, “I’ll teach 
you,” but such things do not create the confusion suggested 
by. the word “apparently,” in the case mentioned. A. E. H. 


EXPRESS RATES CONFISCATORY 


Application has been made by the railroads of the southern, 
western, and mountain-Pacific groups in the federal court, at 
St. Paul, for the district of Minnesota, third division, for an 
order forbidding the American Railway Express Company to 
file tariffs or to take any action whatever to comply with the 
Commission’s order dated May 17, 1924, in No. 13930, Express 
Rates, 1922, which requires reductions in express class rates 
in Zones 2, 3, 4 and 5 (see Traffic World, Dec. 6, page 1244). 
The railroads asked that the court adjudge the reduced class 
rates ordered to be illegal, null and void because in violation 
of the fifth amendment to the Constitution, the one providing 
for the taking of property only after due process of law so as 
to prevent confiscation. They ask for a temporary injunction 
to prevent the enforcement of the Commission’s order on its 
operative date, March 1, 1925. 

The application is signed by C. W. Bunn, D. F. Lyons and 
B. W. Scandrett, as solicitors for the plaintiffs. J. R. Bell, 
Kenneth F. Burgess, J. N. Davis, W. F. Dickinson, R. V. Fletcher, 
Frank W. Gwathmey, R. J. Hagman, W. A. Northcutt, T. J. 
Norton, H. A. Scandrett and R. N. Van Doren, signed the bill 
as of counsel. 

The railroads said the order of the Commission they were 
attacking was not made on the petition of any party but was 
the result of an investigation instituted by it of its own motion. 
The bill was filed in the district of Minnesota because that is 
the legal residence of the Great Northern Railway Company, 
one of the plaintiffs. The plaintiffs said they sued in their 
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own behalf, and in behalf of all other railroad companies in 
the southern, western and mountain-Pacific groups, for the 
reason, among others, that much of the express traffic was 
competitive as between the railroads, and had to be transported 
by all carriers at the same rate, much through the district 
in which the proceedings were instituted. 

The railroads pointed out that they had an interest in the 
matter because they had contracts with the express company 
which provided for a division of the money, and that they 
entered into such contracts believing that the Commission would 
prescribe, or allow, just and reasonable rates. They said that 
in ordering reductions the Commission had made no finding that 
the existing class rates were unreasonable or that such rates 
yielded more than fair compensation for the services performed, 
They said that if any such finding were made it would be 
wholly unsupported by the evidence, as no substantial evidence 
was offered at the hearings held on the Commission’s instituted 
investigation which showed or tended to show that the express 
rates were unreasonable or yielded more than a fair compen- 
sation. The plaintiffs went further and averred that that part 
of the order of the Commission prescribing reductions was 
wholly unsupported by the evidence. 

The railroads averred that in both the decision of Novem. 
ber 10, 1923, and the final decision of May 17, 1924, the Com- 
mission found the zone adjustment of class rates was unduly 
prejudicial and preferential as between zones and that that 
finding was wholly unsupported by the evidence. They as- 
serted that the finding of undue prejudice and preference was 
based upon a misconception of the power of the Commission, 
and that it had no power or authority to find undue prejudice 
or preference as between zones in the absence of evidence 
showing that particular localities or shippers were unduly preju- 
diced or preferred by existing rates. 

The eastern railroads are not parties to the case because 
the Commission’s decision permitted an increase in class rates 
in the eastern zone. The suit is against the United States 
and the American Railway Express Company. 


PEORIA SWITCHING CASE 


The Commission has denied the petition of the Rock Island 
and the Burlington for reargument and modification of the re- 
port filed in No. 14534, Rates, Regulations and Practices of the 
Peoria & Pekin Union at Peoria and Nearby Points and the cases 
joined with it, commonly known as the Peoria switching case. 

At the time the Commission announced its denial it made 
public the answer of the switching road to the contentions of 
the petitioners in which R. V. Fletcher and the attorneys asso- 
ciated with him in defense of the rates, rules and regulations 
of the Peoria & Pekin Union took up and discussed the conten- 
tions of the west side lines in detail. Chief among the conten- 
tions on behalf of the Rock Island and the Burlington were that 
the Commission’s order, if not modified, would decrease the di- 
visions of the west side lines without hearing on that point by 
putting upon them the expense of making deliveries to the east 
side lines on the theory that the Peoria & Pekin Union was an 
independent carrier and not merely the agent of the east side 
lines for taking delivery as if the rails of the east side lines 
connected with those of the west side lines. 

In behalf of the Peoria & Pekin Union it was pointed out 
that the Commission held that Peoria, in a transportation sense, 
was not merely the political unit but included East Peoria as 
well and that therefore the theory of the west side lines that 
rates broke at the political entity known as Peoria was not ten- 
able. As to the suggestion of no hearing on divisions it was 
pointed out that the Commission’s order of investigation spe 
cifically mentioned divisions as one of the matters into which 
inquiry would be made. In addition it was pointed out that 
the law prescribed no particular procedure to be followed in 
considering divisions even if a reduction in the earnings of the 
west side lines, by reason of the increase in expense at Peoria, 
were to be taken as a reduction in the divisions. It was sug 
gested that there was a relationship between Chicago and Peoria 
in the matter of divisions, but that it had never been proposed, 
on account of an increase in expenses at Chicago, that there 
had been any change in divisions or that there should be 4 
change at Peoria. The attorneys flatly denied that there had 
been any change in divisions by reason of the decision. They 
asserted it was time there should be a settlement of the long 
continued controversy and that the Commission should deny the 
petition for reargument and modification. 

Denial of the petition leaves the matter in such situation 
that the west side lines, if so minded, may take the matter to 
the courts for a test of their contention that the decision, if 
made operative, would deprive them of property without due 

process. 

One phase of the subject has already gone through the 
courts. The court proceeding was based on the service order 
the Commission issued to prevent the breaking of relations be 
tween the east and west side lines, the effect of the service order 
being the same as if a court had enjoined the severance of relé 
tions and the cessation of interchange switching. The Supreme 
Court sustained the Commission. 
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Decisions of Interstate Commerce Commission 


COKE INCREASE FORBIDDEN 


The Commission, in a mimeographed report on I. and S. 
No. 2216, coke, Kentucky, Tennessee and Virginia to Cincin- 
nati group, has found not justified a proposal by the Louis- 
ville & Nashville and the Interstate Railroad, to increase, from 
$2.59 to $2.90, the rate on coke from points in southwestern 
Virginia served by the two railroads, from Benham, Ky., and 
LaFoliette, Tenn., served by the big road, and from Chattanooga, 
served by the Queen & Crescent, to Cincinnati, Covington and 
other points in Kentucky in the immediate vicinity of Cincin- 
nati; also from Louisville & Nashville and Interstate ovens, to 
Maysville, Ky. 

The Interstate was an unwilling partner in the proposal. 
It contended the present rate of $2.59 was just and reasonable. 
The proposal was made at the instigation of the Chesapeake 
& Ohio. That road was trying to smooth off the rough edges 
created by tHe Commission’s decision in Ex Parte 74, when it 
allowed the Official Classification roads, of which the Chesa- 
peake & Ohio is one, to make a 40 per cent increase and held 


. the Southern Classification roads to a 25 per cent increase. 


From 1903 to 1920 the rates from the competing coke ovens, 
over the various routes, the report said, were on a parity. The 
Commission said that most of the affected tonnage was that 
destined to the Procter & Gamble plant at Ivorydale, O., in the 
Cincinnati switching district. The Chesapeake & Ohio, it said, 
absorbed switching charges on coke at Cincinnati, from West 
Virginia ovens. The report says the Louisville & Nashville is 
willing to absorb on the affected traffic, thereby reducing the 
net increase under the condemned rates to about 12.5 cents 
per ton. 

Comparison of the proposed rate of $2.90 with rates on 
coke, some prescribed by the Commission and others approved 
by it, the report showed it as lower than rates having the 
approval of the Commission. The Commission itself pointed 
out that the proposed rate would yield the Louisville & Nash- 
ville a return of 9.61 mills per ton-mile, assuming an average 
loading of 34 tons, while the average earnings on that road, on 
coke in 1923, were 13.1 mills. 

Condemnation was based wholly on a fear that if the rate 


were allowed to become operative, undue prejudice and undue 
preference would result. The Commission said: 


Although the record does not indicate that the proposed rate to 
Cincinnati would be unreasonable, it would apparently result in undue 
prejudice at that point and in undue preference of other Ohio River 
crossings where a similar increase is not made. We find that the 
proposed schedules have not been justified. An order will be en- 
tered requiring their cancellation and discontinuing this proceeding. 


FOURTH SECTION QUESTIONS 


The Commission has dismissed No. 154483, Omaha Chamber 
of Commerce Traffic Bureau, for Trimble Bros., Inc., et al. vs. 
Atlanta, Birmingham & Atlantic et al., mimeographed, on a 
finding that rates on grapefruit, in straight carloads, and in 
mixed carloads, with oranges, from points in Florida to Omaha, 
are not unreasonable, and, except from Homestead, Fla., not 
in violation of the fourth section. The Commission said that 
a1 examination of tariffs showed that a combination of the 
local from Homestead to Jacksonville plus the proportional from 
Jacksonville to Omaha would have been $1.59, while the joint 
tate was $1.62. The Commission said that it was apparent 
that the Florida East Coast tariff carrying the local from 
Homestead to Jacksonville was intended to apply only to intra- 
state traffic, but that as the intention was not expressly set 
out, the local could be used to cut the joint rate on a shipment 
Prior to March 20, 1921. On that date the tariff was amended 
80 as to make it apply intrastate only. 

Complainants alleged the rates were in violation of the 
aggregate of intermediates, their theory being that by cancella- 
tion of a tariff provision linking up proportionals to and beyond 
Jacksonville into “joint through” rates, and applying the rule 
for increasing rates laid down in Ex Parte 74 would result in 
rates lower than the joint through rates increased one-third. 
The manner of publication by the Florida East Coast is to have 
the proportionals to Jacksonville in one part of the tariff and 
the proportional for beyond in another and then link them 
together with a provision to the effect that the sums of the 
two proportionals will be the “joint through” rates. On the 
Subject of these rates and the aggregate of intermediates part 
of the fourth section, the Commission, speaking through divi- 


sion No. 3, composed of Commissioners Hall, Campbell and 
Cox, said: 


A joint rate does not violate the aggregate-of-the-intermediates 
Clause of the fourth section unless it exceeds the sum of the rates 
‘ontemporaneously effected to and from some intermediate point. It 





cannot be said to violate that clause if it must first be broken up 
into component parts in order to provide rates to and from an inter- 
mediate point which are lower in the aggregate, because in such 
event the basis of comparison is destroyed. . 

A joint rate which does not violate the aggregate-of-the-inter- 
mediate clause of the fourth section may still be unreasonable be- 
cause it exceeds the through charges which would be applicable in 
the event of its cancellation. In Windsor Turned Goods Co. vs. C. 
& O. Ry. Co., 18 I. C. C. 162, we laid down the rule that “except 
in special and unusual circumstances * * * the fair measure of the 
reasonableness of a joint rate that exceeds the combination between 
the same points via the same route * * * will hereafter be held to 
be the lowest combination that would lawfully apply if the joint 
through rate were cancelled’’ In several later cases we have found 
joint rates which exceeded such combinations not unreasonable be- 
cause of a showing that one or both factors of the lower combina- 
tions were depressed rates. In this case if the provision which 
linked up the components to and from Jacksonville into a ‘‘joint 
through rate’ had been cancelled the applicable combination would 
have been the proportional rates to and beyond Jacksonville. Under 
the authority of Increased Rates, 1920, 58 I. C. C. 220, and under the 
tariffs of the Florida East Coast those components would have been 
increased 25 per cent south of Jacksonville and 33% per cent Jackson- 
ville to Omaha, resulting in combination rates of 157 cents from 
Miami and Cocoanut Grove and 159 cents from Homestead. Al- 
though the record does not show that the proportional rates to and 
from Jacksonville as thus increased would have been depressed rates 
we are of the opinion that the situation here before us may be 
classed as a “special and unusual circumstance” sufficient to justify 
a departure from a strict application.of the principle of Windsor 
Turned Goods Co. vs. C. & O. Ry. Co., supra. he reason is plain. 
Joint rates constructed as are those here in issue are higher than 
combinations of local or proportional rates when, as here, one factor 
of the combination covers transportation within 25 per cent terri- 
tory, and the other factor covers transportation within 35 per cent 
territory or interterritorial traffic. The contrary is true on traffic 
moving between the higher-rated territories. It is not a fair applica- 
tion of the rule to condemn these joint rates as unreasonable inas- 


much as no compensating advantage is accorded when the situation 
is EoOuseae ane Carolina Chemical Co. vs. A. C., L. R. R. Co., 
6 t.. oc. & 


We find that the rates assailed were not unreasonable and, with 
the exception of the rate from Homestead, were not in violation of 
the aggregate-of-the-intermediates clause of the fourth section. The 


fourth-section violation as to the rate from Homestead was removed 
on March 20, 1921. 


PAPER BOX REVISION 


A finding of justification, with exceptions, has been made 
by the Commission, in a mimeographed report on I. and S. No. 
2178, Paper Boxes between Southeastern Points, as to proposed 
rates on paper boxes, in carloads, between points in the south- 
east. The schedules are to be cancelled without prejudice to 
the filing of new ones in conformity with the findings. 


Suspension was brought about by the protests of manufac- 
turers of fibreboard, pulpboard and strawboard boxes at Nash- 
ville, Chattanooga and Atlanta. Boxes are also manufactured 
at Birmingham but Birmingham manufacturers made no ob- 
jection to the rates. The Commission, on account of relation- 
ship questions, also suspended the rates from Birmingham. 
Manufacturers at Cincinnati, Louisville, New Orleans and points 
in the east, the Commission also said, were competitors. The 
proposal was to increase rates from the four interior southeast- 


ern manufacturing points to southeastern points and south At- 
lantic ports. 


Complaint against the maintenance of commodity rates from 
Nashville to interior southeastern points, while class rates, fifth, 
applied from Chattanooga, Atlanta and Birmingham, was as- 
signed as the reason for the proposal. The Commission said 
the present rates from Nashville were not satisfactory to ship- 
pers from that point and were before it in No. 15055, American 
Tri-State Paper Box Company et al. vs. L. &-N. In that case it 
was alleged the present rates were unreasonable to the extent 
they exceeded 30 per cent of first class as proposed in the South- 
ern Class Rates case. The complainants asked for a rate of 31 
cents to Birmingham, 35 cents to Montgomery and Atlanta, 39 
cents to Macon and 43 cents to Augusta, Savannah and Jackson- 


ville. In summing up and disposing of the case the Commission 
said: 


Under the proposed schedules the rates from Atlanta to South 
Carolina ports are made two cents over the rates to Georgia ports. 
This differential should be niaintained from all of the producing 
points. Again, from Nashville to the inland point of Augusta, Ga., 
459 miles, the proposed rate of 51 cents is 13 cents higher than the 
proposed rate from Atlanta to Augusta. No reason appears why 
the spread Nashville over Atlanta should be greater than that 
amount as respondents propose for the longer haul to Savannah and 
the other Georgia ports. Indeed, the spread might well be slightly 
lower for the longer distances. As will appear from the foregoing 
table respondents propose a spread of 16 cents, ashville over 


N 
Atlanta, to Savannah, Brunswick taking the same rates as Sa- 
vannah. 


We find that the proposed rates have been justified with the 
following exceptions: The rate from Chattanooga to Anniston should 
not exceed 35 cents; the rate from Birmingham to Savannah and 
Brunswick should not exceed 50 cents; the rates from Nashville should 
not exceed 54 cents to Savannah and Brunswick, 57 cents to Jack- 
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sonville, and 56 cents to Charleston, Beaufort, and Port Royal. The 
port rates should not be exceeded at intermediate points. 


NO REASON FOR CHANGE 


The Commission, in a mimeographed report on I. and S. 
No. 1802, Cancellation of Rule for Constructing Combination 
Rates on Lumber Between Southern Points and Ohio and Mis- 
sissippi River Crossings, on re-argument, has affirmed its for- 
mer report, 81 I. C. C. 745. In that former report it found the 
cancellation not justified. It also condemned the proposed re- 
striction of routing over the Atlantic Coast Line from southern 
points to Virginia gateways. The former condemnation, re- 
iterated on this re-argument, was based, broadly, on the ground 
that the cancellation and restriction would cause increases in 
rates which had not been justified and many of which the car- 
riers made no attempt to justify, their reliance apparently be- 
ing upon the frequently expressed dislike of the Commission 
for continuance of the combination rule in the tariff publica- 
tions. 


Respondents, on re-argument, the Commission said, pre- 
sented no new facts and did little more than re-state and em- 
phasize the contentions and arguments contained in their origi- 
nal brief. It clearly appeared, said the Commission, from the 
evidence introduced by the protesting lumber organizations, 
Southern Pine Association, Wholesale Lumbermen’s Club of 
Birmingham, North Carolina Pine Association and other lum- 
ber interests, that the schedules, in many instances, would result 
in increased lumber rates over so-called unauthorized routes. 
The unauthorized routes were those which the carriers did not 
desire used, that is, generally, routes over which the combina- 
tions would be lower than the joint rates over the routes the 
carriers said would be the ones that naturlally should be used. 
The Commission said the evidence showed actual or potential 
movement over some of the so-called unauthorized routes. Com- 
menting upon the failure of the carriers to attempt to justify 
the increases, the Commission said the carriers evidently relied 
upon an interpretation of the rule with which it said it could 
not agree, to justify the restriction to the rule they proposed. 


The original rule, the Commission said, had been modified 
in the suspended schedules so it would not apply where through 
rates were in effect from point of origin to destination “via 
any route.” The quoted words, it said, were added to the origi- 
nal rule. It said joint rates applied over the routes specified in 
the tariffs. On other routes over which such rates did not 
apply, the combinations were applicable. If-in one or both of 
the tariffs containing the separate factors there is reference to 
the combination rule, as is true in many instances, says the 
report, the rule is applicable and the rates over such routes 
must be constructed by use of the combinations treated by 
the rule. 


“We affirm our original finding that a tariff provision such 
as was proposed and suspended would have the effect of in- 
creasing the lumber rates from the Mississippi valley and 
southern points of origin to Ohio and Mississippi crossings, 
and respondents have not justified these increased rates,” says 
the report. 


It added that another serious objection to the tariff provi- 
sion proposed was that it did not fully conform to the require- 
ments of section 6 in that the restriction proposed made it 
necessary to search other tariffs in order to determine whether 
there were joint rates over any other routes before it could be 
determined whether the rule was applicable. It said it had no 
desire to continue indefinitely the operation of the combjnation 
rule. On the contrary, it said, it felt the carriers should use 
all due diligence to eliminate the rule from their tariffs, as it 
was not, in its opinion, a desirable method of publication or 
one which fully met the requirements of section 6. 


The Commission eliminated from its report, as not having 
been justified, a declaration that the reasonableness of the lum- 
ber rates was not in issue in this proceeding, but that the car- 
riers should establish joint through rates on the basis contem- 
plated in the rule before: attempting to cancel or restrict its 
application. 


Carriers, according to the report, made the point that in 
effect, the report expressed an opinion as to what rates should 
be published. The Commission said the record did not justify 
: in expressing an opinion. Therefore the expresson was with- 

rawn. 


As to the restrictions undertaken by the Atlantic Coast 
Line, the carrier said the Commission fell into error when it 
said the proposal of the Coast Line would have the same effect 
as restricting the application of the combination rule. The 
railroad said there was no connection between the proposal 
concerning the combination rule and the restricted routing pro- 
posed by it. The Commission said the Coast Line admitted the 
restricted routing would increase rates over the so-called unau- 
thorized routes. It made that declaration before making the 
observation concerning the effect of the combination rule as 
proposed would be to make increases in rates. 

“We also found that the proposed routing restriction would 
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result in increased rates,” said the Commission. 
sense they would have the same effect.” 

The record, the Commission said, was persuasive that the 
Atlantic Coast Line had not justified the routing restrictions 
proposed by it and that nothing said on re-argument had 
changed its view. 

“This should not be construed as precluding the Atlantic 
Coast Line or any other carrier from cancelling routes which 
are unduly circuitous or which are unnecessary for the proper 
handling of traffic,” said the Commission in connection with 
saying that it affirmed its finding that the Coast Line had not 
justified its proposal. 


WINNIPEG COMBINATION APPLIED 


A combination between two points in the United States, 
based on a Canadian point, has been found to have been the 
legal one to have applied in No. 15107, Hansen-Peterson Com- 
pany et al. vs. Atchison, Topeko & Santa Fe et al. .The com- 
bination was that on oranges, in carloads, from points in Cali- 
fornia to Virginia, Minn. The Commission, in a mimeographed 
report on the case mentioned, found the combination on Win- 
nipeg -was the one that should have been applied. It found 
the Winnipeg combination unreasonable to the extent it ex- 
ceeded the transcontinental group F rate. Inasmuch as that 
rate is now in effect at Virginia, no order for the future is 
necessary. Reparation was awarded to the group F basis. 

Thirteen carloads of oranges, shipped from California points 
to Virginia, in 1921 and 1922, were covered by the complaint. 
They moved via the Missouri river gateways and Duluth. A 
combination of the blanket rate to Duluth and the third class 
rate beyond was applied. That was $2.21 prior to, and $1.99 
after, January 1, 1922. 

The complaint alleged violations of the first, fourth and 
sixth sections. The complainants contended that under the 
provision for the application of rates at unnamed intermediate 
points the Winnipeg combination was applicable to Virginia 
and that application of any rate higher than the Winnipeg 
combination was violative of the fourth section. The carriers 
said that usually California traffic would not move through 
Duluth to Winnipeg and that only by reason of a tariff techni- 
cality was the Duluth to Winnipeg route open. The Duluth, Win- 
nipeg & Pacific, the report said, canceled August 25, 1923, the 
rate under which citrus fruits from California could have moved 
to Winnipeg via Duluth. Under the tariffs, as in effect at the 
time of movement, the traffic to Winnipeg could move via Du 
luth through Virginia and thereby bring into play the Canadian 
combination at the United States point, the complainants con- 
tended, and the Commission agreed with them. The Winnipeg 
combinations were $2.085 in 1921 and $1.875 in 1922. 


IRON INCREASES FORBIDDEN 


In a mimeographed report on I. and S. No. 2219, Iron and 
Steel Between New Jersey and New England Points, the Com- 
mission found not justified proposed increased rates on iron and 
steel articles, carloads and less than carloads, between Newark, 
N. J., and points grouped therewith and New England points. 
The Commission said the rates under suspension would result 
in increasing charges between Newark rate points and Boston 
rate points as follows: Bar iron in carloads, 5 cents; bar iron 
in less than carloads, 2 cents; and scrap iron in carloads, 5 
cents. The railroads contended, the Commission said, that the 
adjustment proposed merely to restore the relationships that 
existed between the Newark and Philadelphia. groups and points 
in New England prior to the general percentage changes in 
rates. They said that the specific differences between the pro- 
posed rates from the Newark groups and the concurrent Phila- 
delphia rates were exactly the differences in cents between the 
rates established from the Newark group following the Com- 
mission’s decision in Pardee Works vs. C. R. R. of N. J., 391. 
C. C., 162, and those in effect from the Philadelphia group. 

In disposing of the case, the Commission said that for more 
than seven years the spread between the two groups had been 
treated as one, varying with the rates and not as a fixed differ 
ential. It said there was no evidence that the rates from the 
Newark group was subnormal as compared with those from 
other groups and that the former relationship, if desired by the 
railroads, could be readily restored by reducing the rates from 
Philadelphia instead of increasing those from the Newark group. 


“In that 





STAVES AND HEADINGS 


The Commission has dismissed No. 14684, Louisville Cooper: 
age Co. vs. Louisville & Nashville et al., finding a rate of 39.5 
cents, collected on 87 carloads of rough oak and gum staves 
and headings, shipped between April 1 and October 31, 1921, 
from Bonita, La., to Louisville, was not unreasonable or other 
wise unlawful. The Commission said the evidence consis 

largely of ton-mile earnings under the assailed rate and those 
under a 34.5 cent rate contemporaneously in effect to Louisville 
from various points in Arkansas and Louisiana on the lines 

carriers other than the Missouri Pacific, the originating carriet 
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of the staves and headings. The complainant also alleged vio- 
lation of the fourth section because the Missouri Pacific pub- 
lished the 34.5 cent rate from junction points such as Monroe 
and Rayville. The Commission said the lower rate was restricted 
to yellow pine and cypress and therefore there was no fourth 
section violation. It said the comparisons were based upon 
distances calculated from points some of which were on the 
outermost edge of the 34.5 cent blanket, the latter covering, 
as the Commission said, a wide area. 

Commissioner Campbell dissented and said he was of the 


opinion that the assailed rate was unreasonable to the extent 
it exceeded 34.5 cents. 


EMPTY CONTAINER CASE 


A finding of unreasonableness as to rates on empty returned 
beverage containers, in carloads, from Atlanta to Evansville and 
Milwaukee, has been made in No. 14058, Bradley & Woertz vs. 
Nashville, Chattanooga & St. Louis et al., mimeographed. The 
complaint alleged the rates, since August 26, 1920, had been 
and for the future would be unreasonable and unduly prejudicial. 
The Commission said rates on empty returned beverage contain- 
ers were now on a basis of two-thirds of the inbound beverage 
rate. Prior to December 30, 1919, for many years, the Commis- 
sion said, they were on the basis on one-half of the inbound beer 
or beverage rate. Then it was advanced to sixth. The Com- 
mission found the rates imposed on the traffic in question unrea- 
sonable to the extent they exceeded two-thirds of sixth class to 
Cairo and Evansville, and sixth class beyond, minimum 20,000 
pounds and awarded reparation to that basis. Some shipments 
were found to have been overcharged. No order for the future 
was necessary because the present basis, two-thirds of the in- 


bound rate, is lower than the basis found reasonable on ship- 
ments covered by the complaint. 


PAPER-WINDING CORE RATES 

The Commission, in No. 14551, Laura Nelson-Kirkwood, 
trustee for the William R. Nelson Estate vs. Chicago, Milwaukee 
& St. Paul, mimeographed, has found the rate of 46 cents, fifth 
class, collected on twenty-three carloads of paper-winding cores, 
from Kansas City, to Wisconsin Rapids, Wis., between April 27, 
1921, and February 1, 1922, was unreasonable to the extent it 
exceeded 34 cents and awarded reparation to that basis. The 
carriers admitted the rate on the returned cores, used in shipping 
newsprint paper, was unreasonable to the extent it exceeded the 
newsprint paper rate of 34 cents. The newsprint paper basis for 


application to returned cores, was put into effect February 1, 
1922. 


EMPTY BEER PACKAGE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14254, Traffic Bureau, Chamber of Com- 
merce, La Crosse, Wis., et al. vs. Director-General, Baltimore 
& Ohio, et al., mimeographed, as to rates and charges on empty 
returned beer packages, kegs, barrels, boxes, and bottles, han- 
died from eastern points to La Crosse, Wis., in the period of 
federal control. The Commission said the rates were unrea- 
sonable to the extent they exceeded the aggregate of inter- 
mediates. Charges were assessed at fifth class on carloads 
and rule 25 on less than carloads. The joint rates, in many 
instances, the Commission said, exceeded the Chicago combina- 
tion of fifth class and rule 25 up to Chicago and Western 
Classification basis of one-half of fourth class beyond. 

- The report also covers No. 14265 and No. 14266, Same vs. 
ame. 

Chairman Hall, concurring in part, said he could not accept 
the finding that the G. Heileman Brewing Company had paid 
and borne the charges at the rates found unreasonable, or was 
otherwise injured. He said it was not established by com- 
petent evidence that the brewing company had paid the freight. 


EMPTY RETURNED CEMENT BAGS 


The Commission, in a mimeographed report on No. 14527, 
Oklahoma Portland Cement Company vs. Abilene & Southern 
et al., has found unreasonable and unduly prejudicial, full fourth 
Class rates on empty returned cement bags and sacks, from 
Texas points to Ada, Okla. It found the fourth class unrea- 
sonable and unduly prejudicial to the extent they exceed or 
May exceed one-half of fourth class. It ordered the carriers, 
hot later than February 10, to establish the new rates. 


MUSSEL SHELL REPARATION 


The Commission, in a mimeographed report on No. 15388, 
Pioneer Button Company vs. St. Louis-San Francisco et al., has 
condemned as unreasonable, rates on mussel shells, carloads, 


Kan. 


tember, 1922, were unreasonable. 
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from Marked Tree, Pocahontas and Clarendon, Tex., to Oswego, 

It has awarded reparation. The complaint alleged the 
Yates on six carloads, shipped in April, July, August and Sep- 
The Commission held them 
80 to the extent they exceeded 27 cents, minimum 50,000 pounds, 
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from Pocahontas, and 26 cents, same minimum, from Marked 
Tree and Clarendon. 





POP CORN RATE CASE 


The Commission has dismissed No. 15108, Shotwell Manu- 
facturing Co. vs. Chicago & North Western on a finding that the 
rate on pop corn from Arthur, Ia., to Chicago, 30 cents, assessed 
on pop corn in carloads, between March 20, 1921 and June 1, 
1922, was not unreasonable but unduly prejudicial to the extent 
it exceeded the rate from Odebolt, Ia. The undue prejudice 
was removed June 1, 1922. The Commission said no damage 
had been shown to have resulted from the undue prejudice. 


MISROUTING REPARATION 


A finding of misrouting and reparation for $12.80 have been 
made and awarded in No. 14509, Bergstrom Paper Company vs. 
Director-General, as to a carload of clay, from Langley, S. C., to 
Neenah, Wis. The car was shipped in December, 1918. 

The question was as to the application of an all-rail or a 
so-called rail-lake-and-rail proportional on the car after it left 
Cincinnati, the Pere Marquette and Grand Trunk, each operating 
a car ferry across Lake Michigan. The car was sent Over an 
all-rail route. The Commission said that considering the tariff 
as a whole the words rail-lake-and-rail were used to describe a 
car-ferry route and not a route requiring the use of a steamer. 
It pointed out that no steamship line was a party to the tariff 
and that the rate could have had no application over a rail-and- 
water break-bulk route. Strictly speaking, it said a car-ferry 
route was an all-rail route. It held that the lower car-ferry 
route rate was applicable and that the car had been misrouted. 


COFFEE TO MONTGOMERY 


The Commission has dismissed No. 15203, Fletcher-Wilson 
Coffee Company vs. Louisville & Nashville, mimeographed, on 
a finding that a rate of 48.5 cents on green coffee, from New 
Orleans to Montgomery, Ala., is not unreasonable. The prayer 
was for a reasonable rate, not exceeding 39.5 cents and repara- 
tion on shipments made since May 15, 1923. The complainant 
felt, the Commission said, that the present adjustment did 
not reflect the geographical proximity of Montgomery to New 
Orleans, the latter the primary market. It thought a rate of 
39.5 cents from New Orleans, to Greenville, Miss., would properly 
reflect the distance, Greenville being 317 and Montgomery 318 
miles from New Orleans. It offered comparison of rates to 
points on or near the Mississippi or Ohio. The railroads sug- 
gested that rates into the interior of the southeast would be 
fairer. The Commission considered the ton-mile earnings to 
four places in Mississippi cited by the complainant, for an 
average haul of 209 miles, in comparison with the ton-mile 
earning on the Montgomery rate and said that from that com- 
parison the Montgomery rate did not seem to be out of line. 

Commissioner Campbell dissented setting forth his belief 
that the rate to Montgomery should not exceed 39.5 cents. 


COAL CASE DISMISSED 


An order of dismissal has been made in No. 15065, LaFayette 
Box Board and Paper Co., vs. Cleveland, Cincinnati, Chicago & 
St. Louis, et al., mimeographed, the Commission finding that the 
applicable rate of $1.96 on 161 carloads of coal shipped from 
Harrisburg, Ill., to LaFayette, Ind., between October, 1922 and 
June, 1923, was not and is not unreasonable. The complainant 
alleged it was unreasonable to the extent it exceeded $1.64 as 
a rate for the future and the basis for reparation on the ship- 
ments in question. 


IMITATION LEATHER REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14889, Chevrolet Motor Company, of 
California, vs. Director-General, Atchison, Topeka & Santa Fe, 
et al., mimeographed, as to rates charged on shipments of imi- 
tation leather in carlots between November 24, 1917, and Febru- 
ary 7, 1920 from Fairfield, Conn., and Newburgh, N. Y., to 
Oakland (Melrose), Calif. The Commission found the rates 
complained of were unreasonable to the extent they exceeded 
those applicable on leather. The rates were a blanket of $2.00 
on the imitation leather. Contemporaneously there was a 
blanket of $1.40 on leather, each having a minimum of 24,000 Ibs. 


CHAIR FRAME RATINGS 


The Commission in No. 14234, Parlor Frame Manufacturers’ 
Association vs. Ann Arbor et al., mimeographed, found the less 
than carload rating on set-up wooden chairs and lounge frames 
in boxes or crates, in Official Classification territory, unreason- 
able and ordered the railroads, not later than February 2, to 
establish a rating of 2%4 times first class. 

It found less than carload ratings on set-up wooden chairs 
and lounge frames when in boxes, crates, bundles or loose, in 
Western and Southern Classification and when loose or in 
bundles in Official Classification, not unreasonable or other- 
wise unlawful. A similar finding was made in respect of the 
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carload rating on such frames, loose or in packages, in Official 
Classication territory. 

The complainant is an association of manufacturers of 
furniture frames at Chicago, Sheboygan, Wis., and Minneapolis, 
Minn. 


SUSPENDED TARIFFS 


In I. and S. No. 2283, the Commission has suspended from 
December 5, until April 4, schedules as published in Chicago & 
North Western, I. C. C. No. 9420. The suspended schedules 
propose increases and reductions in the rates on sand and gravel, 
in straight or mixed carloads, from points in Illinois and Wis- 
consin on the Chicago & North Western to points on that line 
located in the outer zone of the Chicago switching district. The 
following is illustrative: 


To 
Petersen Ave., IIl. 
Rogers Park, II. 


From Present Proposed 
NINE. Th cc oc vccccccesceoessescccoosve . 3.25 
Pe: ME, ccc ceeeee ee eeeeenseteseees 3.75 3.5 
SEES WED. obo tcc cowscrceordeeecceeue 3.25 3.5 
PT UB, 0c oc oicdcvevcesscvceseeccess 3.75 4. 


In I. and S. No. 2284, the Commission has suspended from 
December 8, 1924, until April 7, schedules as published in Aa- 
lantic Coast Line I. C. C. No. B-2314. The suspended schedules 
propose to change the rules governing the concentration, com- 
pression and reshipment of cotton, cotton linters and regins at 
Norfolk, Va., by the following statement: 


When cotton is concentrated at compress located at the Army 
Base on the Norfolk & Portsmouth Belt Line Railroad for compression 
and reshipment under these rules, the Atlantic Coast Line Railroad 
will absorb the switching charges assessed by the Norfolk & Ports- 
mouth Belt Line Railroad from point of connection with the Atlantic 
Coast Line Railroad to said compress. The Atlantic Coast Line 
Railroad will not absorb the switching charges, if any, assessed in 
connection with the mqvement of the cotton from said compress point, 
and the cost of such switching shall be in addition to all other 
charges provided in these rules. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 14144, Ceramic Traffic Association 
vs. Maine Central R. R. et al., has filed a petition with the 
Commission asking for a rehearing therein upon the specific 
point of damage and the award of reparation made to one of 
the parties involved, namely, the Trenton Flint & Spar Com- 
pany. 

The Manitou & Pike’s Peak Railway Company, through 
George H. Parker, its counsel, has filed a petition with the 
Commission asking for reconsideration and for oral argument 
in Finance No, 1502, in the matter of the claim of the Manitou 
& Pike’s Peak Railway Company under section 204 of the 
transportation act. 

The complainant in No. 15221, Sub-No. 1, Armour and Com- 
pany vs. Director-General, has filed a petition with the Com- 
mission asking for reopening of the case and for modification 
of the Commission’s order. 

The complainants in No. 14481, Linn Chapel et al. vs. P. 
R. R. et al., have filed a petition with the Commission asking 
for further consideration and further hearing. 

The defendants in No. 13784, Crawford & Sebastian vs. C. 
R. I. & P. Ry. et al., have asked for rehearing or for reconsid- 
eration of the Commission’s order of October 7th. 

The Great Lakes Transit Corporation, defendant in No. 
15798, Murray-Egan-McLeod Company vs. P. R. R. et al., has 
filed a petition with the Commission asking for an extension of 
the effective date of its order of October 21st, and for reopen- 
ing and argument. 


COMMISSION ORDERS 


The Armstrong Cork Company has been permitted to inter- 
vene in No. 16320, Congoleum Company, Inc., vs. C. & N. W. 
Ry. et al. 

The Commission has modified its order of December 1 in 
I. and S. Docket No. 2204, peaches, from Alabama, Georgia, and 
Tennessee to eastern points, so that it will become effective 
on March 31, 1925, instead of on December 31. 

The Commission has denied the request for postponement 
of the effective date of its order in No. 14960, Freehold Lumber 
Company vs. C. & O. Ry. et al. 

The Pacific Portland Cement Company, Consolidated, has 
been permitted to intervene in No. 16339, Three Forks Portland 
Cement Company vs. C. M. & St. P. Ry. et al. 

Upon the complainant’s request, the Commission has re- 
opened the proceedings in No. 13992, Cream of Wheat Company 
vs. Santa Fe et al.,; for further oral argument. 

The Commission has further modified its order of October 
14 in No. 13662, Duquesne Slag Products Co. et al. vs. P. R. R. 
et al., and No. 14204, John M. Buckland, trading as National 
Slag Company, vs. Atlantic City R. R. et al., so as to make it 
become effective on February 28, 1925. 

Upon the petition of the complainant and various associa- 
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tions, the Commission has reopened the proceedings in No. 
13934, Standard Furniture Co. vs. N. C. & St. L. Ry. et al. 

The defendants’ petition for rehearing in No. 13606, Lar- 
rowe Milling Co. vs. Ann Arbor R. R. et al., has been denied, 

The defendants’ request for rehearing or reargument in No. 
14452, Ash Grove Lime & Portland Cement Co. vs. Missouri 
Pacific R. R. et al., has been denied. 

The Commission has denied the complainant’s petition for 
rehearing and oral argument in No. 15188, Hutchinson Produce 
Co. vs. Santa Fe et al. 

The Indiana Bituminous Coal Operators’ Association has 
been permitted to intervene in No. 16340 (Sub-No. 1), Race 
Creek Coal Co. vs. L. H. & St. L. Ry. et al. 

The effective date of the Commission’s order of April 14 in 
I. and S. No. 2018, cement from Eastern Trunk Line to New 
England points, has been further postponed until July 30, 1925, 
and the respondent carriers who have not already canceled the 
suspended schedules have been authorized to postpone the effec. 
tive date of the said schedules on one day’s notice until July 
31, 1925. 

The Iron and Steel Shippers’ Conference of the Birmingham 
District has been permitted to intervene in No. 16243, Indiana 
Coke & Gas Company vs. Ahnapee & Western Ry. et al. 

The Iola Cement Mills Traffic Association, the Trinity Port- 
land Cement Company and others have been authorized to inter- 
vene in No. 16327, Texas Portland Cement Co. vs. Arkansas 
Western Ry. et al. 

The Commission has denied the petition of the Minneapolis 
& St. Louis Railroad Company asking for reargument and mod- 
ification of the report in No. 14534 (and consolidated cases), 
Peoria switching case. 

The Kosmos Portland Cement Company has been permitted 
to intervene in No. 15806-Sub. No. 1, Alpha Portland Cement 
Company vs. Ashland Coal & Iron Railway et al. 

The St. Louis Chamber of Commerce has been permitted 
to intervene in No. 16285, White Provision Company vs. A. B. 
& A. Ry. et al. ; 

The Traffic Bureau of the Chamber of Commerce, Sioux 
City, Ia., has been authorized to intervene in No. 16309, South 
Dakota Independent Oil Jobbers’ Association vs. Santa Fe et al. 

The St. Joseph Grain Exchange has been permitted to in- 
tervene in No. 16322, Nebraska State Railway Commission vs. 
Santa Fe et al. 

The Iillinois Coal Traffic Bureau and the Fifth and Ninth 
Districts Coal Traffic Bureau have been authorized to intervene 
in No. 16423, Illinois Third Vein Coal Company et al. vs. Ill. 
Cent. R. R. et al. 


DEFICIT DEFINITION STANDS 


The Commission, in a mimeographed announcement in fin- 
ance docket No. 1600, In the Matter of Construction of the Word 
“deficit” as used in paragraph (A) of Section 204 of the Trans- 
portation Act, 1920, has confirmed its decision of February 9, 
1922, as follows: 


This proceeding having been reopened for further consideration 
by the Commission by order dated October 28, 1924, pursuant to a 
minute entered in conference on June 9, 1924, and full consideration 
of the matters and things involved having been had, 

It is ordered, That the decision of the Commission in this pro- 
ceeding rendered February 9, 1922, be, and it is hereby, in all re- 
spects confirmed. 


WOOL RATE CASE 


The Commission has somewhat enlarged the reopened No. 
13272, Boston Wool Trade Association vs. Arizona and New 
Mexico et al., by joining with it No. 14787, the wool rates in- 
vestigation of 1923, and by specifically mentioning the pro 
priety of transit on wool and mohair at Pacific ports and in- 
termediate points as one of the things to be covered at the 
hearing before Examiner Faul at Chicago, January 15. No other 
changes have been made by the amended order enlarging the 
case. 


ASSIGNED CAR CASE AGAIN 


The Commission has again postponed its order in No. 12530, 
the assigned car case, this time from December 15 to January 
15. It is an almost general understanding that the Commission 
expects, within the month, to make its report based on the 
further argument held months ago. 


CHANGES IN DOCKET 


Hearing in No. 16184, R. C. Jackman and E. O.- Jackman, 
co-partners trading under the name of Bowersock Mills & Power 
Company, vs. Santa Fe et al., assigned for December 8 at Kan- 
sas City Mo. before Examiner Jewell was postponed to a date 
to be hereafter fixed. 

Docket 9200, railway mail pay (in re applications of Wood- 
stock Railway Company and White River Railroad Company for 
increased rates of mail pay), was assigned for hearing December 
12 at Washington, D. C., before Examiner Mullen. 
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COMMISSION WITHOUT JURISDICTION 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 15691, Gulf Refining Company of Louisiana vs. Southern 
Ry. et al., on a finding that the Commission was without juris- 
diction over a complaint which brought in issue intrastate 
rates in effect subsequent to federal control and which did not 
subject traffic in interstate or foreign commerce to unjust dis- 
crimination. The complaint alleged that between February 2, 
1923, and June 29, 1923, it shipped 21 carloads, of refined pe- 
troleum products from Mobile to Gilbertown, Ala., and that the 
rate on 16 of these shipment were unreasonable, unjust, un- 
duly prejudicial and in violation of the long and short haul of 
the fourth section, and as compared with rates to an interstate 
destination, caused undue prejudice as against persons and 
localities in intrastate commerce in violation of section 13. 

Smith said the rate situation alleged was the reverse of 
that considered in the Shreveport case. He said that Alabama 
authorities had been notified, but that no appearance was en- 
tered by the state. The rates attacked, he said, were those 
established by the defendants in supposed compilance with 
Meridian Traffic Bureau vs. Southern Ry., 60 I. C. C. 5. The 
examiner said the reason for the non-appearance of the state 
officials, apparently, was that they held that they were without 
jurisdiction to change rates from Mobile to local stations on 
the Alabama, Tennessee & Northern Railroad. He suggested 
it was a fair assumption from the record that the proceeding 
was brought at the instance or suggestion of the Public Service 
Commission of Alabama so as to bring up that question. Smith 
said the rates in issue was not imposed by authority of Ala- 
bama, though they were made subject to its jurisdiction, adding 
that they were rates voluntarily established by the railroads 
in assumed compliance with the Meridian case. 

Smith said the jurisdiction of the Commission to consider 
these rates was exceedingly tenuous, but that it could at least 
determine whether they were and are in conflict with its find- 
ings in the Meridian case. He made the examination and said 
that the rates in issue were well within the maximum prescribed 
in the Meridian case; that there was neither allegation nor 
proof that rates on refined oil from Meridian subjected the com- 
plainant or the locality of Mobile to undue prejudice; that there 
was neither allegation nor proof that any traffic in interstate 
or foreign commerce was subjected to unjust discrimination 
and that the Commission should find itself without jurisdiction 
in matters brought its attention. 


NEW OIL BASIS PROPOSED 


A readjustment of rates on vegetable oils, from points in 
trunk line to destinations in central territory, has been sug- 
gested by Examiner Paul O. Carter, in a report on I. and S. 
No. 2125, vegetable oils between points in trunk line territory 
and points in C. F. A. territory; in I. and S. No. 1619, linseed 
oil from Edgewater (Undercliff), N. J., to C. F. A. points; and 
No. 12663, Midland’ Linseed Products Co. vs. Director-General, 
the two cases last mentioned having been set for further hear- 
ing in respect of rates for the future. 

Carter said the Commission should find the rates on vege- 
table oils proposed by the carriers and suspended in the lead- 
ing case, had not been justified. He said the condemnation, 
however, should be without prejudice to the filing of scheduels 
publishing rates on the basis proposed by him. He said the 
Commission should find not justified the rates proposed by the 
carriers between points in trunk line territory and order the 
suspended schedules canceled. 

In the suspended schedules Carter said the carriers pro- 
posed a general readjustment of rates on vegetable, cottonseed, 
linseed, fish and sea animal oils, foots, settlings and tank bot- 
toms, in carloads, which would be substantially higher than 
existing rates. Protests of soap, paint and varnish makers 
caused suspension of the schedules. The carriers, he said, 
asserted that the chief purpose of the proposed revision was 
to correct the confusion in the rates on linseed oil resulting 
from the Commission’s decisions in the cases set for hearing 
m connection with the proceedings following the filing of the 
Schedules under consideration. They said the vegetable oils 
presented a highly competitive situation and that pressure from 
Shippers had forced reductions in the rates from Atlantic sea- 
board to what they said was a subnormal basis, resulting in 
the creation of a rate structure containing many irregularities 
and inconsistencies. By combining linseed and cottonseed oil 
Tates, they said, they’ hoped to dispose of the matter in one 
Case. In disposing of the case Carter said: 

t The above rates (mentioned by him) represent an increase of 
Tom 12.3 to 13.6 per cent over the present rates. There is no testi- 
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mony in the record that the revenues of the respondents have been 
impaired because of reductions during the past eighteen years in the 
rates on the various oils, nor is there justification for the increases 
which respondents propose. The record conclusively shows that 
there is no uniformity in the present adjustment and that a revision 
of the rates on the oils is necessary. Comparisons of record show 
that a revision made by the publication of rates on all of the oils, 
ninety per cent of the sixth-class rates as the normal basis on all 
of the oils will be reasonable, Respondents should: be permitted to 
publish rates lower than 90 per cent of the sixth-class rates on such 
oils as are imported through Atlantic, Gulf and Pacific ports, which 
are competitive with one another. 

The Commission should find that the proposed rates have not 
been justified. An order should be entered requiring the cancellation 
of the schedules under suspension, without prejudice to the filing 
of new tariffs publishing rates on all of the oils, from trunk line 
territory to central territory on the basis of 90 per cent of the sixth- 
class rates, and rates less than 90 per cent of the sixth-class rates 
on those oils which are imported through Atlantic and Pacific coast 
ports ang which are competitive with each other. The Commission 
should rther find that linseed and cottonseed oils are not competi- 
tive with one another and that respondents should not be required 
to publish rates on linseed oil on the same basis as the rates on 
cottonseed oil. 


POTATO CASE DISMISSED 


Examiner Burton Fuller has recommended the dismissal of 
No. 15874, Northwest Potato Exchange vs. Great Northern et al., 
on a finding that rates on seed potatoes, from Kalispell and 
other points of origin in western Montana, to destinations in 
the Yakima district in Washington applied on 43 carloads 
shipped in April, May and June, 1922, were not unreasonable. 
A rate of 49:5 cents was applied on shipments from main line 
points, and 54.5 and 55.5 cents from branch line points were 
applied. The complaint alleged the rates were unjust and un- 
reasonable and the prayer was for reparation. 

After the shipments moved a rate of 35 cents was estab- 
lished. It was agreed to in negotiations between shippers and 
railroads growing out of the first effort of the carriers to estab- 
lish a 60-cent rate from Minnesota, another source of supply 
for seed potatoes for the irrigation farmers in Washington. 
The Montana growers of seed potatoes protested and the sched- 
ules were suspended, with the understanding, on the part of 
the Commission, that it would vacate its order if reductions 
were made from Montana, “the Commission to be the final 
judge of the measure of rates from Montana.” The Commission 
urged the complainant to reach a quick agreement with the 
carriers as to what rates should be made from Montana. 

The complainant, the examiner said, construed the quoted 
words as a finding that the 49.5 cent rate was unreasonable. 
The examiner said the suspension was ordered on a prima facie 
showing of undue prejudice to the Montana shippers unless a 
contemporaneous reduction was made in their rates and that the 
question of reasonableness was not and could not be involved. 
The subsequent reduction, he said, whether by agreement or 
on the order of the Commission, was insufficient to prove 
unreasonableness of the former higher rate. 

In addition, the complainant said it was subjected to undue 
prejudice because the carriers denied they were contemplating 
a reduction in the Minnesota rate and when it learned there 
was a reduction it was too late to protest. The examiner said 
there was no allegation of prejudice in the complaint. 


REVERSAL RECOMMENDED 


In a report on No. 11659, Marion & Eastern Railroad Com- 
pany vs. Chicago & Eastern Illinois, et al, Examiner R. L. 
Shanafelt, on further hearing, has recommended that the Com- 
mission reverse its former report, 68 I. C. C., 17, and hold that 
divisions accorded to the complainant out of joint rates on coal 
from mines on its lines to interstate destinations were and are 
unjust, unreasonable, and inequitable but not unjustly discrim- 
inatory. He said the findings should relate back to August 26, 
1920, and that just, reasonable and equitable division that should 
have been received by the Marion & Eastern between August 
26, 1920, and June 30, 1922, would have been 24 cents per short 
ton; and that the just, reasonable and equitable division to be 
received by the complainant out of the joint rates on and after 
July 1, 1922, would have been, is, and for the future will be 22 
cents per short ton. 

In the original report, the Commission found the divisions 
accorded to the Marion & Eastern had not been shown to have 
been or to be unjust, unreasonable, inequitable or unjustly dis- 
criminatory. The complaint was dismissed. 

The examiner said the continued operation of the Marion & 
Eastern was of essential importance to the transportation needs 
of the public in the territory served by it. He said it served 
five mines exclusively, having an investment of more than $3,- 
000,000. He said it was estimated that upwards of 40,000,000 
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tons of coal tributary to the Marion & Eastern’s lines remained 
to be mined. 

Applying all the elements required by the statute to be con- 
sidered in prescribing divisions of joint rates, Shanafelt said 
the facts disclosed upon the records in this case made it clearly 
appear that complainant was lawfully entitled to a somewhat 
greater proportion of the increases allowed in Ex Parte 74 than 
had been accorded to it. 


TIME AND AGENCY CASE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner E. L. Gaddess, in No. 
14543, H. C. Farrell vs. Chicago, Milwaukee & St. Paul, Director- 
General et al., as to rates of 64 and 56 cents and the charges 
thereunder, imposed and collected on shipments of corn from 
points in lowa and Nebraska to Ogden and other Utah points 
in the latter part of 1918 and 1919. Gaddess said the questions 
raised in this complaint were raised and decided in Hord Grain 
Company vs. Director-General, 87 I. C. C., 310. In that case it 
condemned a 56-cent rate to the extent it exceeded 51 cents, the 
subsequently established rate. He said like action should be 
taken in this one. ® 

The Director-General raised the point that the formal com- 
plaint in this case broadened the issues presented in the infor- 
mal complaint which preceded the formal action because the 
informal case could not be handled on the informal docket be- 
cause it named points of destination in Utah and carriers not 
mentioned in the informal complaint. Gaddess said the posi- 
tion was not tenable because car numbers and way bill copies 
covering all the shipments mentioned in the formal complaint 
were submitted in the informal complaint and that that was 
enough to stop the running of the statute. The Director-Gen- 
eral said the complaint except as to 18 shipments that did not 
go beyond Ogden was barred. The complainant said he did not 
know of the movement beyond Ogden of cars that had been 
stopped at Ogden. At the hearing he amended his complaint 
so as to carry the cars to final destination, from Ogden, the 
transit point. Gaddess said there was no room for reasonable 
doubt that the Director-General was put on notice by the in- 
formal complaint as to the subject matter of the formal com- 
plaint, as amended. A mere error in or misdescription of the 
destination point, Gaddess said, could not in the circumstances 
invalidate the claim with the other information present. He 
said no shipment was barred by the statute. The fact that all 
the participating carriers were not named in the original com- 
Plaint did not bar the claim when the roads were all being 
operated under federal control, quoting in support of that propo- 
sition, 80 I. C. C. at page 486. Had the shipments moved sub- 
sequent to federal control, the examiner added, the situation 
would be different. 

Gaddess also suggested a ruling on the complainant’s seek- 
ing of reparation on the ground of agency on certain of the 
shipments upon which consignors bore the freight charges. 
Authorization, he said, for that was in the record. He said it 
was entirely proper and within the jurisdiction of the Commis- 


sion for complainant to prosecute the claim for the account of 
the consignors. 


SALT RATE PREJUDICIAL 


A finding of undue prejudice, an order to remove it and a 
denial of fourth section relief have been recommended by Ex- 
aminer Howard Hosmer in No. 15618, Jackson (Miss.) Traffic 
Bureau, for Case-Teel Company et al., vs. Alabama & Vicks- 
burg et al. Hearing was had in connection with the complaint 
on parts of fourth section application No. 373. The complain- 
ants, wholesale grocers, feed manufacturers and others at Jack- 
son alleged that the rate of $5.225 per net ton on salt from 
points of origin in Louisiana to Jackson was violative of the 
first four sections of the act. 

Hosmer said the Commission should find the rate not un- 
reasonable but unduly prejudicial to Jackson and unduly pref- 
erential of competitors of the complainants at Natchez and 
Vicksburg to the extent it exceeded or may exceed the rates 
to Vicksburg and Natchez by more than one and one and a 
half cents per 100 pounds, respectively. He said the Commis- 
sion should deny the fourth section relief now in existence. 


COTTON SHIPMENTS OVERCHARGED 


Examiner I. L. Koch, in a report on No. 15126, Southern 
Products Co. vs. Director-General, Alexandria & Western, et al., 
said the Commission should find that shipments of compressed 
cotton, from Brownsville, Tenn., to Seattle and Tacoma, Wash., 
for export, in the latter part of 1918 and early part of 1919 were 
overcharged and the complainant was entitled to reparation 
down to the basis of a rate of $1.11 under a rule for applying 
combination rates on specified commodities, including cotton, in 
support of which he cited Acme Cement Plaster Co. vs. Director- 
General, 81 I. C. C. 298. The combination, the examiner said, 
was in effect at the time of the movement and was applicable 
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on all complainant’s shipments under rule 5 (b) of Tariff Cir- 
cular 18-A. 

The complaint alleged a rate of $1.64 was unreasonable and 
in violation of the long and short haul part of the fourth sec. 
tion to the extent it exceeded a rate of $1.35 contemporaneously 
in effect from Humboldt, Tenn., a more distant point, over the 
rate of movement. The examiner said the rate sought was sub- 
sequently extended to Brownsville, and reparation only was 
asked. 

Koch, after explaining the situation and the applicability 
of the rule for making the rate by combination, said it was not 
necessary to discuss the allegations of the complainant. 


LUMBER COMPLAINT DISMISSED 


Examiner Paul O. Carter has recommended the dismissal 
of No. 15703, Milne Lumber Company vs. Director-General et al., 
on a finding that charges collected on one carload of lumber 
shipped from Jasper, Tex., to St. Louis, Mo., and reconsigned 
to New York were legally assessed, with the exception of a 
bridge toll of $8.85 cents assessed at St. Louis and an over- 
charge of one cent, the applicable rate, he said, having been 
only 46.3 instead of 47.3 cents. 


SNOW ALLOWANCE REFUND 


An unusual case is treated in the report of Examiner C. I. 
Kephart in No. 15527, James G. Noll Lumber Company vs. 
Chicago & North Western et al. It raised the question whether 
the carriers had made sufficient allowance out of the weight 
of a car of cedar posts, from Noxon, Mont., to Rushville, Neb., 
shipped December 9, 1922. The bill of lading made out by the 
complainant showed that two feet of snow had fallen on the 
car. When the car was weighed at Paradise, Mont., the weigher 
certified there was only four inches of snow on the load. AI- 
lowance, at the rate of 175 pounds per inch at 59 cents per 100 
pounds, the rate on the posts, was made for only four inches 
of snow. 

The parties agreed to allow the United States Weather 
Bureau records to be the evidence in the case. They showed 
that 29 inches of snow fell on the day the car was billed out. 
The carriers, the examiner said, were unable to explain the 
discrepancy. Therefore, the examiner said, the notation on the 
bill of lading seemed correct and said there was an overcharge 
which should be refunded. 


UNDUE PREJUDICE FOUND ° 


A finding of undue prejudice has been recommended by 
Examiner J. Edgar Smith in No. 15946, Gulf City Manufacturing 
Co. vs. Apalachicola Northern et al., as to rates on crushed 
oyster shells, carloads, from Apalachicola to Ohio river cross- 
ings. He said the rates subjected the complainants to undue 
prejudice as compared to rates on the like commodity to the 
same destinations from competitive points of production situ- 
ated along the Gulf of Mexico. He sdid the Commission should 
find the rates not unjust nor unreasonable. He said it should 
find that rates from Apalachicola that exceed rates from Lake 
Shore and Biloxi, Miss., to St. Louis, Cairo, Evansville, Louisville, 
Cincinnati and points beyond by more than 4.5 cents per 100 
pounds subjected the complainant to undue prejudice and dis- 
advantage. He said the record was not clear that the com- 
plainant had been damaged by this prejudice and therefore that 
reparation should be denied. 


EXPRESS CREAM RATES 


A small revision of commodity express rates on cream has 
been suggested by Attorney-Examiner William B. Hunter in No. 
15154, Sub-No. 2, State of New York Department of Farms and 
Markets et al. vs. American Railway Express Company, and 
No. 15154, State of New York Department of Farms and Mar- 
kets et al. vs. Delaware & Hudson et al., and No. 15154, Sub-No. 
1, Same vs. Same. Hunter said the Commission should find com- 
modity rates on cream in 10-gallon cans in less than carloads 
from Essex, N. Y., to Fair Haven, Vt., and Springfield, Mass. 
unreasonable to the extent they exceed 29.5 cents per 10-gallon 
can to Fair Haven and 50 cents to Springfield. He said the 
Commission should award reparation to the basis of the recom 
mended rate. 


TENTATIVE VALUATION REPORT 
In a tentative valuation report covering the property of 
the Dunleith & Dubuque Bridge Company as of June 30, 1915, the 
Commission has found the final value of total used property 


to be $604,987, and of the wholly owned and used property 
$600,000. 


NEW ENGLAND DEMURRAGE 
The report of the New England Demurrage Commission for 
October shows 257,834 cars reported, with an average detention 


of 1.55, as against 262,283 cars and an average detention of 
1.61 for October, 1923. 


Dec 


on | 
heni 
rail 
act. 
onl) 
req 
limi 
Con 
not 
whe 
mal 
are 
tha 
par 
of t 
reg 
fed 
tior 
rep 
of | 


Pre 
jec 


exe 
reg 
in 

cor 


act 
the 
dat 
col 
les 
the 


tio 
thi 


ee oe A a oe oe 








ir- 


nd 
ec- 
Sly 
the 
ub- 
vas 


lity 
not 


sal 
al., 
ber 


= | 
er- 
een 


vs. 
her 
ight 


shes 


ther 
wed 
out. 
the 
the 
arge 


| by 
ring 
shed 
‘OSS- 
idue 

the 
situ- 
ould 
ould 
uake 
ville, 

100 

dis- 
com- 
that 


has 
. No. 

and 
and 
Mar- 
b-No. 
com- 
ioads 
[ass., 
allon 
| the 
com: 


n for 
ntion 
yn of 





December 13, 1924 


NEW CONSOLIDATION BILL 


The Trafic World Washington Bureau 


Representative Winslow, chairman of the House committee 
on interstate and foreign commerce, has introduced a compre- 
hensive bill providing for purely voluntary consolidations of 
railroads for a period of five years after the passage of the 
act. Under the bill, consolidations could be effected subject 
only to the approval of the Commission, which would not be 
required to prepare a plan for consolidation of roads into a 
limited number of systems. At the end of the five years the 
Commission would prepare a plan for consolidation of railroads 
not then consolidated and recommend to Congress the method 
whereby the authority of the government might be invoked to 
make the plan effective. No compulsory provisions, such as 
are in the Cummins bill, are in the bill. The bill would repeal 
that part of the present law requiring the Commission to pre- 
pare a plan, except as to the preparation of a plan at the end 
of the five years in which consolidations would be made without 
regard to any plan. Consolidations could be effected under 
federal or state laws. The bill provides for federal incorpora- 
tion of carriers, as does the Cummins bill. The bill would not 
repeal the present law permitting carriers to acquire control 
of other carriers by lease or stock ownership. 

The bill (H. R. 10470) was construed as being in line with 
President Coolidge’s recommendations to Congress on the sub- 
ject of consolidation. It was also regarded as being in har- 
mony with suggestions made from time to time by railroad 
executives that voluntary consolidations be permitted without 
regard to a fixed plan. The bill also was regarded as being 
in line, so far as the provisions relating to consolidation were 
concerned, with the position of the National Industrial Traffic 
League that the consolidation provisions of the transportation 
act should be amended by a “simple provision to the effect 
that the Commission should have authority to authorize consoli- 
dations upon application of the interested carriers, when it is 
considered to be in the public interest and not to substantially 
lessen carrier competition.” The League also would eliminate 
the plan for consolidation of the railroads into a few systems. 

Representative Winslow said he had directed the prepara- 
tion of the bill some time ago. He said he could not say at 
this time whether or not hearings would be held on it in the 
present session of Congress. 


The folowing synopsis of the bill was issued by Mr. 
Winslow: 


I. Declaration of Policy. 

Section 202 declares that it is the policy of Congress to authorize 
and bring about the unification of the property of carriers into a num- 
ber of strong and efficient systems, which will, as far as practicable, 
maintain existing routes and channels of trade and preserve competi- 
tion, to the end that the properties of the carriers in each system 
shall ultimately be managed and operated and owned or controlled by 
a single corporation. 

II. Voluntary Consolidations. 


The bill is based solely upon the policy of authorizing voluntary 
con solidations. The Interstate Commerce Commission is relieved of its 
duty to prepare and adopt plans for consolidations and of its power to 
approve consolidations [paragraphs (4), (5), and (6) of section 5 of the 
Interstate Commerce Act]. However, at the end of five years, under 
the provisions of section 216 of the bill, if the unification into systems 
of all the properties of the carriers within the continental United 
States has not been effected, the commission will then adopt a plan 
for such consolidations as it may deem in the public interest, and 


shall report to Congress its suggestions of a method for compulsory 
consolidation. 


The voluntary consolidations under the bill, of course, are subject 
to the approval of the Interstate Commerce Commission. 

The bill (S. 2224) introduced by Senator Cummins provides for 
voluntary consolidations for a period of two years; for the appoint- 
ment of a consolidation committee, upon the expiration of two years, 
to consist of one member of the commission and two representatives 
of the carriers (one for the shareholders and one for the creditors) 
to devise methods for bringing about consolidation; and for compul- 
sory consolidation after a period of seven years from the passage of 
the Act, by division of rates. All of the consolidations must be in 
harmony with the pine prepared and adopted by the commission, 
except that during the first two years, if a plan has not been adopted, 
the commission may approve if it will bring about a consolidation into 
a system, in accordance with the policy declared. 

lll. Corporate Authority. 

The bill authorizes the carriers to agree upon a plan. If the laws 
of the state of incorporation are not adequate, or if the carriers so’ de- 
Sire, they may avail themselves of the authority granted by the Bill 
and may enter into and carry out their plan accordingly. 

If the plan is to be carried out under the authority granted in the 
bill, the boards of directors of the carriers will enter into a joint 
agreement setting out the proposed plan and will petition the com- 
mission for its approval. If the commission approves, the share- 
holders of the carriers are given an opportunity to approve or disap- 
Prove. If the lan is finally approved, the carriers are authorized 
to carry it out. A carrier, however, must purchase the shares of a 
prove. If the plan is finally approved, the carriers are authorized 
to acquire them by condemnation; so that the dissenting shareholder 
S accorded fair treatment. 

Methods of Effecting a Unification. 

The properties of the carriers may be brought under the manage- 
ment, operation. and ownership or control of a single corporation by 
means of the following: 

(a) A corporate consolidation or merger; 

(b) Transfer of assets; 

Vv (c) Acquisition of securities. 
- Procedure of Commission. 

Upon the filing of a petition the commission gives notice to the 
80vernor of each state in which any part of the lines of the carrier 
are located, and holds public hearings. 


THE TRAFFIC WORLD 


1309 


If the commission finds that the public interest will not be ad- 
versely affected by the proposed plan and that the policy of Congress 
will be promoted, it issues an order approving the plan, upon such 
terms and conditions as it may impose. 

The vote of the boards of directors and of the shareholders of the 
carriers is obtained as explained above. 

Upon the certification by the commission that the plan has been 
approved by the boards of directors and the shareholders, it issues 
a certificate, and the order of the commission becomes effective. 

VI. Effect of*Order. 


The effect of the order is as follows: 


; (a) The carriers are authorized and empowered to carry out the 
plan, 


(b) The carriers are relieved from the provisions of the federal 
anti-trust laws; 


(c) The carriers are relieved from any prohibitions or restraint 
imposed by the laws of a State. 
VII. Taxation. 


Section 214 relieves from the federal income taxes, both individual 
and corporation, and federal stamp taxes. It also grants relief from 
State taxation. (This relates to taxation on securities involved in 
consolidation transactions. The power of the states to tax the phys- 
ical properties of carriers is preserved.) 

VIII. Federal Incorporation. 


The bill (Title IIT) contains a Federal railroad corporation code. 
The privilege of becoming a Federal corporation is limited to— 

(a) The organization of a federal corporation, or the reincorpora- 
tion of a carrier as a federal corporation, as a part of the plan to 
bring about the unification of the properties; 

(b) A carrier which has been a party to a plan and decides after 
the plan has. been effected that it prefers to be a Federal corporation; 

(c) The purchasers of the franchise or property of a Federal rail- 
road corporation upon foreclosure or dissolution. 


RAILROAD LEGISLATION 


The Trafic World Washington Bureau 


The Senate interstate commerce committee at its regular 
weekly meeting December 10, the first held this session, in- 
structed Senator Cummins to prepare a resolution declaring it 
to be the sense of the Senate that sufficient money should be 
appropriated for the Commission’s valuation work to enable 
the Commission to complete the work within two years. It 
was understood that if this action did not result in an increase 
in the estimate for valuation work, the committee would take 
further steps in the matter. 

Hearings on Senator Cummins’ railroad consolidation bill 
will be resumed January 7 before the committee. Brief hear- 
ings were held on the bill near the close of the last session. 
Senator Cummins believes final action on amending the con- 
solidation provisions of the transportation act may be taken 
at this session. The Winslow consolidation bill, which differs 
from the Cummins bill, probably will be considered at the hear- 
ings on the Cummins bill. 

Members of the committee informally discussed the Hoch- 
Smith rate revision resolution, but no action was taken with 
respect to amending the measure. Senator Smith indicated that 
he might call the matter up for consideration later. On Decem- 
ber 10 he indicated that he did not intend to push the matter 
actively for the present. 

Chairman Smith, and Senators Fess, Bruce, Gooding, Cum- 
mins and Mayfield were present at the meeting held December 
10.. 

At its first meeting at this session of Congress, the House 
committee on interstate and foreign commerce December 9 
mapped out a program providing for hearings on other than 
railroad measures up to the holiday recess that will begin De- 
cember 20. 

It was decided to postpone action on the question of hear- 
ings on the Gooding long-and-short-haul bill until the fast meet- 
ing before the recess on December 20. Congress will be in 
recess until December 29 and a recess will be taken over New 
Year’s Day. Hearings on the Gooding bill, therefore, if ordered 
by the committee, will go over until at least some time in 
January, it is understood. 

The committee decided to consider first bills relating to 
misbranding of merchandise and then to hold hearings on a 
bill introduced by Representative Winslow providing for devel- 
opment of civil air navigation. It is expected that the hearings 
on this bill will last for some time. 

The Republican steering committee of the Senate, in map- 
ping out this week a legislative program for the short session, 
did not include for consideration the Howell-Barkley railway 
labor bill or other railroad bills. Efforts will be made, how- 
ever, to bring up the Howell-Barkley bill. If Senator Cummins 
is successful in getting the railroads and the employes to agree 
on a compromise bill, such a measure might be considered in 
the short session. The same situation obtains with respect to 
railroad consolidation legislation. Such legislation might be put 
through in the short session if there were substantial agree- 
ment on a bill, but otherwise not. 

A report that the Howell-Barkley railway labor bill can be 
passed at this session of Congress was made by B. M. Jewell 
and Donald R. Richberg at a meeting December 5 of labor or- 
ganizations supporting the bill, according to a statement issued 
after the meeting. 

“The apparent indorsement in the President’s message of 
the Howell-Barkley bill, contingent on certain modifications, 
upon which agreement is possible, following the favorable plank 
in the Republican platform, should eliminate any ‘regular’ Re- 
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publican opposition, which would be a repudiation of the party 
platform and the party leader,” the statement said. 


The labor leaders contended in their statement that, as 


reported to the Senate, the bill gave the public larger repre- 
sentation and greater power in settlement of labor disputes 
than did the present law. They characterized as absurd the 
claim of opponents to the bill that it would deprive the public 
of any voice in settlement of disputes. 

After a conference with Secretary Hoover and Senator Cum- 
mins on the Howell-Barkley railway labor bill, December 9, 
President. Coolidge, according to a White House spokesman, 
indicated that he would be glad to see an effort made looking 
toward an agreement on legislation along some lines of the 
Howell-Barkley bill. Arrangements probably will be made for 
a conference by Senator Cummins and others with railroad ex- 
ecutives to determine whether the railroad managements and 
the employes could get together on a modified bill to amend 
the present labor provisions of the transportation act. Not- 
withstanding this development, however, the impression pre- 
vailed at the Capitol that legislation abolishing the Railroad 
Labor Board probably would not be passed at this session. 

It was indicated at the White House that the President 
was not certain that bills with reference to the consolidation 
and labor provisions of the present law could be passed at the 
present session. The President, it was said, had stated his 
views in his messages to Congress this December and last 
December. It was said with respect to the Howell-Barkley 
bill that the President felt that some arrangement might be 
made between the employes and rail managers along “some 
lines” of that bill. 

Senator Cummins said December 10 he did not plan to hold 
a formal conference with a group of railway executives relative 
to reaching an agreement on the Howell-Barkley bill but that he 
would discuss the matter individually with several of the execu- 
tives. He conferred with Daniel Willard, president of the Bal- 
timore & Ohio, on that day. 

Action of the regular Republicans of the Senate in deciding 
not to invite Senators La Follette, Brookhart, Ladd, and Frazier 
into the Republican conference paved the way for the Repub- 
licans in the Sixty-ninth Congress to block La Follette from 
becoming chairman of the Senate interstate commerce commit- 
tee in the event that Senator Cummins should refuse that posi- 
tion. As a Republican, La Follette is the ranking Republican 
member of the interstate commerce committee and, under the 
seniority rule, as a Republican, he would be entitled to the 
chairmanship if Cummins should refuse it. The regular Re- 
publicans, however, have by their action announced that La Fol- 
lette is no longer regarded as a Republican. 

In the Sixty-ninth Congress. the first regular session of 
which will begin the first Monday in December, 1925, or which 
may be called into special session before that time by President 
Coolidge, the Republicans will endeavor to reorganize the Sen- 
ate interstate commerce committee by substituting a Republican 
as chairman for Senator Smith, the present chairman, a Demo- 
crat. With La Follette shelved, the Republicans will select 
Cummins or some other Republican member of the committee 
for the chairmanship. It is expected that the Republican selec- 
tion will be approved by the Senate because the Democrats prob- 
ably will not help La Follette to upset the Republican program 
as they did when Senator Smith was elected chairman in the 
last session. 

Senator Cummins has been made chairman of the judiciary 
committee, the vacancy having been caused by the death of 
Senator Brandegee. It is expected that Cummins will have to 
choose between the chairmanship of the judiciary committee 
and the chairmanship of the interstate commerce committee in 
the Sixty-ninth Congress. 


CIVIL AIR NAVIGATION BILL 


Representative Winslow, chairman of the House committee 
on interstate and foreign commerce, this week introduced H. R. 
10522, a proposed civil air navigation act, a revision of a 
former bill on the same subject introduced by Mr. Winslow. 
Hearings on the bill will be started shortly by the committee, 
it having been decided to take up bills relating to misbranding 
S merchandise first and then to take up the air navigation 
ill. 


Summarizing the purpose of the bill, Mr. Winslow said: 





The main purpose of the proposed Civil Air Navigation Act is to 
encourage, promote, and protect civil air navigation in order to de- 
velop our air commerce, provide an auxiliary merchant air fleet and 
personnel available in time of war, develop a new manufactureing 
industry, and give the United States the increased economic pros- 
perity resulting from speedier methods of transportation. This pur- 
pose is to be accomplished by— 

. Providing through a proposed Bureau of Civil Air Navigation, 
for uniform federal supervision of safety inspection of aircraft and 
airdromes, the regulation of the qualifications of aircraft crews. and 
the establishment and enforcement of air navigation rules. 

II. Furnishing aids to air navigation by approving and charting 
air routes, establishing air lighthouses and signal stations, furnish- 
ing suitable weather reports, and providing at the government fields, 


im i cases of emergency, supplies and repairs at their fair market 
value, 
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Ill. Providing for the dissemination by the government of air 
navigation information, for surveys from time to time of our air navi- 
gation resources, and for the investigation of air navigation accidents, 

IV. Establishing a legal basis for air navigation by providing 
rules of liability for common carriers by air, recognizing the right of 
public use of air space for navigation above minimum safety altitudes, 
providing for the punishment of certain offenses aboard aircraft, and 
declaring the sovereignty of the space above the United States to be 
in the United States as against foreign countries. 

V. Regulating foreign air commerce so as to prevent the use of 
aircraft as instruments for evading our customs, immigration, public 
health, narcotic drug, and neutrality laws. 

VI. Insuring the participation of our aircraft in foreign air com- 
merce, despite the failure of the United States to ratify the Inter- 
national Air Navigation Convention, by denying admission of for- 
eign aircraft to commence in the United States unless our aircraft 
are granted the right to engage in commerce in the foreign country, 

VII. Providing for the creation of an American merchant air fleet 
by admitting to American registry aircraft owned by citizens of the 
} ee States and extending to such aircraft the protection of our 

ag. 


The bill does not attempt to regulate the rates, profits, 
or securities of carriers by air. 


EXTENSION OF LIABILITY 


Senator Sheppard of Texas has introduced a bill (S. 3594) 
amending paragraph 11 of section 20 of the interstate com- 
merce act so as to extend the liability of the initial carrier, for 
loss or damage, to final destination in case of diverted or 
reconsigned shipments. The senator said Texas shippers de- 
sired the change in the law. The text of the bill follows: 


Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, That paragraph 
11, section 20 of the interstate commerce act as amended, be, and 
the same hereby is, amended so as to add after the words “may 
pass within the United States or within an adjacent foreign country 
when transported on a through bill of lading’’ and the words “and 
no contract, receipt, rule, regulation or limitation of any character 
whatsoever” the following: ‘‘or when the property is reconsigned to 
another destination or destinations, as hereinafter provided for’; 
also by adding after the words ‘‘may pass within the United States 
or within an adjacent foreign country when transported on a through 
bill of lading,’’ where these words occur the second time in said 

aragraph and the words “notwithstanding any limitations of lia- 
ility, and so forth’? the following: ‘‘or when the property is recon- 
signed to another destination or destinations as hereinafter provided 
for’; also by adding a proviso at the end of said paragraph to read 
as follows: Provided, That the liability imposed by this act on the 
common carrier, railroad or transportation company receiving prop- 
erty for transportation as aforesaid shall extend to the final destina- 
tion of the property transported in every case where the property s0 
transported is lawfully reconsigned (whether reconsigned in transit 
or elsewhere) on a through published rate lawfully applicable from 
point where initially received for transportation to point of ffhal des- 
tination (whether such reconsignment was expressly agreed to by 
the common carrier, railroad or transportation company initially re- 
ceiving the property for transportation or not.)” 


TEXAS TRAFFIC LEAGUE PROGRAM 


The following circular has been sent to members by F. A. 


Leffingwell, secretary-treasurer of the Texas Industrial Traffic 
League: 


You are advised that the Texas League, based on results of 
Membership Referendum No. 3, recommends the following changes 
in federal Ces affecting traffic and transportation questions: 

1. Amend the present law so as to take away from the Inter- 
state Commerce Commission jurisdiction over the construction of 
purely intrastate lines of railroads, which are not parts of interstate 
systems. 

2. Amend the law so as to permit consolidations under the au- 
thority of the Interstate Commerce Commission when it is shown 
that they are in the public interest and will not substantially lessen 
competition, but not to require involuntary consolidations. 


3. Amend Section 13 of the Act so as to restore the law as it 
was prior to the passage of the Transportation Act of 1920, and to 
provide that no intrastate rate shall be increased until the state 
regulatory body has first been given an opportunity to pass upon its 
reasonableness and submit findings to the interstate body. 

4. Restore the provision for six months’ suspension of tariffs in 
addition to the present 120-day period allowed. 

5. Repeal Section 15-A of the Act, recognizing, however, that 
the carriers are entitled to a fair return. 

6. Amend the Carmack Amendment so that a shipper may_sué 
a terminating or originating carrier, as he may elect, and hold all 
carriers along the route. 

Repeal Section 28 of the Merchant. Marine Act. 

8. Amend the Commerce Act so as to give the Interstate Com- 
merce Commission more jurisdiction over telegraph companies en- 
gaged in interstate business. 

9. Amend the law so as to make the present three-year period 
of limitation apply to the Director-General as well as the railroads. 

Amend the law so as to make the Director-General liable for 
legal interest on all awards of damages by the Interstate Commercé 
Commission. 

11. Give the Interstate Commerce Commission jurisdiction over 
the abandonment of service once established under through rates, in 
connection with rail lines at various ports, via steamship lines. | 

12. Amend the law so as to permit either consignee or consignor 
to relieve himself from liability for undercharges if the railroad com- 
pany delivers shipments without collecting the proper freight charges. 
This is now permitted as to the consignor, but the consignee has no 
—, protection. ; 


‘ Amend the law so as to permit weekly settlements of freight 
charges. 

Based on previous action by your Board of Directors, we havé 
gone on record as opposing the Howell-Barkley Labor Bill and have 
requested that the Gooding Fourth Section Bill be amended so as to 
make the provisions of that bill inapplicable to coastwise traffic, 88 
well as import and export traffic. 
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December 13, 1924 


PERFORMANCE OF RAILROADS 


R. H. Ashton, president of the American Railway Associa- 
tion, in addressing the annual dinner of the Economic Club 
in New York, December 8, said in part: 


Through economies and improved methods that have been placed 
in effect in the operation of the railroads from January 1, 1922, to 
September 1, 1924, a period of two years and eight months, there has 
yg to the public in reduced freight rates amounting to 
1,37 ’ ’ ° 
’ Of that amount alone $657,000,000 was saved in 1923 when operat- 
ing expenses were reduced approximately $932,000,000 compared with 


1920. 

Part of this economy was due to lesser costs for materials and 
lower rates for labor. The great bulk of it, however, was due to 
jmproved methods of operation rendered possible by large capital 
expenditures, for equipment and other improvements plus the intel- 
ligent cooperation and working together of the federal and state regu- 
latory bodies, shippers, ebployees and management, in tackling the 
problem not as a legislative one but as a purely economic proposition, 
as it is, in the good old American way through exercise of individual 
initiative, enthusiasm and cooperation, 

One of the most outstanding indications of the practical value of 
real cooperation is the work accomplished by the Shir~ers’ Regional 
Advisory Boards, ten of which have been established in various parts 
of the country. These boards work cooperatively with the individual 
railroads and with the car service division of the American Railway 
Association. The functions of these boards, which are composed 
entirely of shippers, is to form a common meeting ground between 
the shipers, local railroads and the carriers as a whole for a better 
understanding of their mutual problems. The result of this coopera- 
tion has been that complaints to regulatory bodies regarding car 
supply and service have been entirely eliminated. This has been one 
of the most notable steps towards better understandings ever taken 
in any industry. 

Two years ago, the railroad poctions uppermost in the minds of 
the shipping public was not consolidation, valuation or the functioning 
of the United States Labor Board but the question whether the rail- 
roads could provide adequate service for the needs of this country and 
whether they were being efficiently and economically operated. The 
answer has been found to both of these questions. 

As to adequate service, the railroads of the United States in 1923 
were called on to move a greater volume of business in twelve months 
than ever had been moved by the transportation companies in any 
period of similar length. The traffic was handled without congestion, 
without car shortage, and to the entire satisfaction of every branch 
of the shipping public. 

While the volume of traffic in 1924 has not been equal to 1923, 
there have been weekly periods when the traffic peak was in excess 
of the peak of last year. Whenever a car was needed in 1924, it was 
there ready to take the business, was promptly moved, and at the 
same time the railroads had in reserve a substantial amount of both 
cars and locomotives, ready to meet any further demands that might 
be put upon them. 

I do not believe there is a question today in the minds of anybody 
but that the railroads have handled, can and will handle any load 
that may be placed on their shoulders, adequately, and to the complete 
satisfaction of the American people. 

To bring about these results the railroads have been and are 
making capital expenditures of over one billion dollars annually for 
equipment and for other facilities, thereby increasing the capacity of 
the railways. This was made very largely through borrowed money 
and on faith—faith in the continuance of the policy announced in the 
transportation act of 1920, as a measure of reasonable protection to 
investment in railroad property, and faith of the railroads in the 
desire of the American people to insure a measure of reasonable 
protection to investment in railroad property. 

The railroads can continue to provide adequate service for’ this 

country as they have in the past two years and can continue to add 
to their efficiency and economy with which the railroad properties 
are now being operated. In saying this, I am mindful of the continued 
desire of the American people to insure a reasonable protection to 
investment in railroad propertv and to treat the subject as an econo- 
Mic problem rather than a legislative one. 
_ |The labor on a railroad is unlike that of almost any other industry 
in that it is working in small units, each independent, by itself, yet 
all working toward a common purpose, away from observation in 
many cases, trusted with responsibilities in the conduct of that par- 
ticular part of the transportation machine, which if it fails, results in 
a break-down of the machine. Yet, day after day and night after 
night, under adverse conditions of weather and continually fighting 
With the elements, they have produced what, I say without hesitation, 
is the most perfect transportation machine in the world. 

The railroads make no claim to having attained perfection. They 
have no more right to do so than any other industry, but, for ade- 
quate service, honestly, efficiently and economically performed, and 
for a continual striving towards greater economies, they today are in 
a position where they at least stand abreast of, if not actually lead. 
all other industries. 


THOM ON TRANSPORTATION 


“Government ownership of the railroads was definitely 
and conclusively rejected at the polls in November by the 
voters of the country who unequivocally affirmed their faith 
la the transportation act and indicated their desire that it be 
given further trial,” Alfred P. Thom, general counsel of the 
Association of Railway Executives, declared in a speech at 
the annual dinner of the Economic Club in New York, De- 
cember 8. 

“Perhaps never before were the issues which the people 
determined so essentially economic as in the plebiscite which 
has just taken place. The people were convinced that the 
public welfare would be promoted best by an economic struc- 
ture, sound in principle, in which capital might be adventured 
Without fear of government unfairness or hostility and could 
thus provide an adequate field in which those who labor, could 
find adequate employment and be assured of the legitimate 

its of successful effort. 

“The old demand for governmental ownership and oper- 
ation of essential public utilities, especially as related to the 
Tailroads, was again brought forward and pressed insistently 
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upon the attention of the people. It constituted a fundamental 
and distinguishing principle of the new order that was advocated 


by one of the parties aspiring to public favor and endorse- 
ment. 


“It failed. The party favoring it received considerably 
less than 4,500,000 votes, while those not endorsing it received 
more than 22,250,000 votes.” 

Continuing, Mr. Thom said in part: 


In view of this emphatic and unmistakable declaration of the 
people’s will, it is fair to consider the issue settled, with the inevitable 
corollary that private ownership and operation of these public 
utilities must be accepted as the basis of their relationship to the 
government and that the system of government regulation must be 
. and administered as to safeguard and preserve this basic 
principle. 

This is the second time that the American public has declared 
against government ownership and operation of the railroads. The 
first was when public opinion unmistakably condemned wartime 
federal control and operation as a policy to be continued in time of 
peace, and, through the representatives of the people in Congress, 
defeated the effort to prolong it. 

Another economic issue presented to the voters on November 4 
was the transportation act of 1920 commonly known as the Esch- 
Cummins act. The result of this submission of the issue to the 
sovereign will of the people is now a matter of history. Not merely 
by plurality but by a clear majority of approximately three million 
votes over the combined strength of those demanding the act’s repeal 
and of those demanding that it be re-written, the advocates of the 
preservation of the transportation act as it is until it could be 
improved in the light of a larger experience, received the commission 
of the people and were established in power. 

Another economic issue which has been settled is the question 
whether the public shall have, or shall not have, a voice in respect to 
labor disputes which threaten to interrupt the continuity of trans- 
portation service and a voice in controlling labor costs, constituting, 
as the latter do, sixty per cent of the direct cost of transportation, 
which must be provided for in the rates and charges the public has 
to pay. The accredited leaders of two of the political parties declared 
in substance if not by name, in favor of the Barkley bill, repealing 
the provisions of the Esch-Cummins act relating to labor and exclud- 
ing the public from any voice whatever in respect to levels of wages 
agreed upon by the parties, whether such agreement be voluntary or 
conceded in response to economic pressure. Two of the parties 
opposed the existing law and in effect in their platforms or through 
their leaders demanded that the employers and employees be left 
free from the pressure of public opinion and from any and all public 
control of the labor costs of transportation which the public must pay. 
The other party declared unequivocally in its platform that ‘‘public 
opinion must be the final arbiter in any crisis which so vitally affects 
the public welfare as the suspension of transportation.” 

The proposal embraced in the pending Barkley labor bill was 
submitted to the supreme arbitrament of the people and was by that 
high and final tribunal emphatically and conclusively rejected. 

While it is impossible to appraise with accuracy or definiteness 
the influence of any single issue, where there are Many, upon popular 
action, it seems fair to say that the existence of a sound economic 
structure and the importance of the matters hereinbefore mentioned 
relating to transportation, were so emphasized and made prominent 
as to justify the conclusion that the people considered and delivered 
their judgment on them. 

If, therefore, the platforms of parties, if the declaration of 
principles and purposes made by candidates, if the vote of the sover- 
eign people mean anything, then the economic issues which have 
been mentioned, as well as others, not here adverted to, have been 
conclusively and finally settled until the people speak again; and the 
public policy in respect to them now officially, unmistakably and 
authoritatively declared, cannot be departed from without flagrant 
defiance of the popular will solemnly expressed. 

In respect to labor engaged in transportation the people realize 
there are three parties to every controversy involving an interruption 
of service or involving a level of wages which affects and controls 
the rates’ which the public must pay. These three parties are the 
public, the employers and the employees. The public is naturally 
unwilling to surrender the power assured to it in the present trans- 
portation act, which provides that before a strike or lockout shall be 
permitted to interrupt transportation, the facts shall be inquired 
into by an impartial public authority and made known in a way that 
will bring to the party in the right and support of informed public 
opinion. The public could not tolerate the proposal that it be excluded 
from a voice in matters affecting the continuity of the transportation 
service and constituting sixty per cent of its direct cost. The pro- 
posal constituted such a clear challenge of the rights of the people 
to a voice in respect to essential aspects of public utility service as 
to be in reality a challenge of the whole principle of public regulation, 
which for nearly half a century has been a recognized function of our 
government. Of course, there could be no doubt as to the fate of 
such a challenge. 

The charge has been made that freight rates have not been and 
cannot be reduced under the transportation act. This charge is 
answered by the record which shows that since the increase under 
Ex Parte 74 in 1920 to ge > for increases in expenses made largel 
by governmental agencies, there has been up to September 1, 1924, 
savings to shippers due to reductions in freight rates aggregating 
more than $1,460,000,000, of which amount the saving on the products 
of agriculture aggregated more than $358,000,000. Thus the assault 
upon the act based upon the charge that it constituted an insuperable 
barrier to the reduction of freight rates was shown to be utterly 
without justification. 

While the charge was being made that “promised improvements 
in service had not been realized’? under the act, the record of the 
finest service in the history of transportation was being written by 
American railroads. During the great years of 1923 and 1924, with 
production at its peak and with a volume of traffic theretofore un- 
exampled, with weekly car loadings making new and astounding rec- 
ords, the railways moved to market everything that was offered, 
without car shortage and without congestion, at the same time by 
wise foresight and efficiency providing a reserve of nearly 100,000 cars 
and approximately 5,000 locomotives in good repair and immediately 
available for service. 

And yet the railway net operating income for 1923 under the 
transportation act was smaller by $78,000,000 than it was in 1916 
before the trnsportation act was passed. This was not due to a 

smaller service in 1923 than in 1916 for the service in 1923 measured 
in net ton miles was sixty billion net ton miles greater than in 1916. 
Let those who charge the transportation act with the responsibility 
for inordinate earnings answer why it is that, under the act, there has 
been no return whatever on the enormous additional capital invested 
in producing railway facilities since 1916, measured by the return of 
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that year, and also why it is that the return in 1923 was only 4.43 
per cent on investment in road and equipment, including materials 
and supplies and working capital, or approximately $288,000,000 less 


than has officially been declared to be a fair return on that invest- 
ment. 


Of course, with such a record, it was impossible to make a 


case against the transportation act which would stand before a just 
and discriminating people. 


There are certain lessons which should be learned from what 
has happened in the recent appeal to the people. 


The first is that it is most unjust and dangerous not only to the 
railroads but also in a larger and more important sense to the people 
themselves, that this great and necessary means of distribution of 
the Nation’s products should be subjected to these fierce and un- 
thinking political attacks instead of being treated as a legitimate 
and essential business. 


The railroads, as a means—as the real means—of distributing 
the products of industry to the markets of consumption, are essential 
to the public welfare. It is necessary, unless the efforts of industry 
are to halt or to stop, that these facilities of distribution shall at 
all times be ready and adequate to respond to the public need. This 
cannot be done among a growing and developing people without the 
constant investment of new capital. This new capital cannot be 
secured unless the carriers have sound and adequate credit, and 
credit is impossible without adequate earnings from operation. 


So, in the highest and truest sense, adequacy of railway earnings, 
as a basis for adequate railway credit, is more largely the interest 
and concern of public than it is of the railways themselves. As mere 
private investments, they might perish as other private investments 
sometimes do, but, as essential instrumentalities of the people’s 
business, their preservation, their adequacy and their efficiency be- 
come the primary concern of the public. They cannot be preserved 
unless the recent mandate of the people be respected that an existing 
system of regulation shall remain stable until condemned by enlight- 
ened economic experience, and that the basic principle of all regula- 
tion must be that the great railroad industry must be accorded wise 
business treatment and not be made the asset or the plaything of 
politics or politicians, 

May we not, therefore, declare these as cardinal articles of our 
economic faith: 

1. We believe in the private ownership and operation, under wise, 
fair and adequate governmental regulation, of the instrumentalities of 
transportation, and we accept the mandate of the American people 
rejecting the proposal of government ownership and operation of 
essential public utilities. 

We believe that railroads, which are the established and 
necessary instrumentalities for distributing the products of industry 
to the markets of the world, must, under honest, competent and 
economical management, have adequate operating revenues as a basis 
of credit to enable them to perform their essential public service. 

3. We believe that, in its largest and broadest sense, adequate 
railway credit is a matter of highest economic concern to the public. 

We believe that such credit cannot exist unless railroad 
problems as they arise are dealt with and settled as economic ques- 
tions, which they are, and not as political issues, which they are not. 

We believe that, as a means of stabilizing railroad credit, 
essential in the public interest, railroad freight rate and passenger 
fare adjustments should be left to the duly constituted governmental 
administrative authority, to the end that they may receive a full and 
informed consideration and adequate economic analysis, and not be 
made the subject of direct action of a legislative body, where complete 
knowledge and understanding of these business problems is manifestly 
impossible. We believe that mistakes on this important subject 
would be destructive of substantial interests of the people. 

6. We believe that the wage relationships between the railroads 
and their employees are not matters in which they alone are con- 
cerned, and that the public, having a vital interest that transportation 
shall be continuous and uninterrupted and that the labor costs shall 
not constitute an unreasonable burden upon shippers, should, through 
an appropriate governmental tribunal, have a voice in the adjustment 
of labor disputes and in respect to agreements fixing the amount of 
oe labor costs, and hence largely influencing the rates, of transpor- 
ation. 

7. We believe that, within the just limits of governmental action, 
the public interest is the supreme and final test of any proposal 
relating to the railroads. 

With this creed dominant in our hearts, with its essential truth 
serving as a beacon light to guide our footsteps, let us press forward 
to the performance of our appointed tasks in the service of industry, 
justly afraid to attempt an economic wrong, and justly confident of 
security and success in following the paths of economic righteousness. 

It is a cause of vital consequence to the public, and not a conten- 


tion for private advantage or privilege, that we submit to your en- 
lightened judgment. 


TAYLOR ON REGULATION 


Less regulation rather than more is fundamental to the 
future well-being of the railroads, according to H. G. Taylor, 
president of the National Association of Railway and Public 
Utility Commission, who spoke before the Economic Club of 
New York last Monday night. He praised system of the Ship- 
pers’ Regional Advisory Boards as a sincere effort to substitute 


a peace basis for a war basis in the relation of the public and 
the railroads. He continued: 





If we are to persist in the present endeavor to regulate our 
railroads to the point of super-management then it would seem 
that some diffusion of the regulatory power must be accomplished 
if we would avoid a breakdown. I have a positive conviction that 
265,000 miles of railway serving 112,000,000 people cannot be suc- 
cessfully managed or regulated from Washigton. 

There should be eliminated from the law these provisions 
that interfere with essential managerial and executive functions. 
As an example, I refer to the power now possessed by the 
Commission to extend or wthhold approval of extensions, new 
lines or abandoment of existing lines. The status of railroad 
development today is such that the free play of natural forces 
can be trusted to prevent unwise or improvident construction. 
Likewise, the section relating to consolidation should either be 
eliminated or so modified as to permit volunteer mergers. Com- 
pulsory consolidation is almost certain to be abortive, and at the 
least, cannot be otherwise than a disturbing element during the 
lengthy period it will be under consideration. 

With these features of over-regulation eliminated, further 
effort should be made to simplify the plan of regulation. Entirely 
aside from these matters involving conflict of jurisdiction, there 
is a wide field for action by state commissions. The enormous 
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mass of detail now handled by the Commission should be shifted 
closer to the point of origin. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended November 29 
totaled 878,631 cars, according to reports filed by the carriers 
with the car service division of the American Railway Asso- 
ciation. This was an increase of 43,550 cars over the cor. 
responding week last year and 38,219 cars above the same week 
in 1922. Due to the observance of Thanksgiving Day, however, 
it was a decrease of 131,491 cars under the preceding week thig 
year. 


Loading by districts the week ended November 29 and for 
the corresponding period of 1923 follows: 


Eastern district: Grain and grain products, 9,852 and 10,504; live 
stock, 3,312 and 3,713; coal, 41,002 and 44,302; coke, 2,701 and. 2,252; 
forest products, 5,023 and 4,910; ore, 2,392 and 2,312; merchandise, 
L. Cc. L., 60,607 and 57,995; miscellaneous, 75,596 and 76,799; total, 
1924, 200,485; 1923, 202,787; 1922, 206,961. 

Allegheny district. Grain and grain products, 3,740 and _ 2,668; 
live stock, 2,886 and 2,709; coal, 43,579 and 43,276; coke, 4,829 and 
5,473; forest products, 3,051 and 3,194; ore, 2,779 and 4,168; merchan- 
dise, L. C. L., 46,378 and 45,321; miscellaneous, 67,066 and 62,366; 
total, 1924, 174,308; 1923, 169,175; 1922, 181,590. 

Pocahontas district: Grain and grain products, 199 and 184; live 
stock, 176 and 125; coal, 32,280 and 20,831; coke, 401 and 401; forest 
products, 1,564 and 1,598; ore, 126 and 167; merchandise, L, C. L, 
6,275 and 5,851; miscellaneous, 3,837 and 3,906; total, 1924, 44,858; 
1923, 33,063; 1922, 28,726. . 

Southern district: Grain and grain products, 3,992 and 3,362; live 
stock, 2,333 and 2,137; coal, 23,113 and 20,032; coke, 974 and 910; 
forest products, 23,344 and 20,559; ore, 1,246 and 1,388; merchandise, 
L. Cc. L., 36,219 and 35,548; miscellaneous, 48,485 and 43,329; total, 
1924, 139,706; 1923, 127,265; 1922, 124,412. : 

Northwestern district: Grain and grain products, 13,405 and 
13,415; live stock, 9,050 and 9,250; coal, 8,909 and 7,518; coke, 1,247 
and 1,536; forest products, 16,041 and 17,008; ore, 940 and 1,339; mer- 
chandise, L. C. L., 27,031 and 26,116; miscellaneous, 29,152 and 29,247; 
total, 1924, 105,775; 1923, 105,429; 1922, 106,275. 

Central Western district: Grain and grain products, 12,883 and 
11,352; live stock, 12,223 and 11,376; coal, 17,385 and 15,837; coke, 316 
and 273; forest products, 9,611 and 9,344; ore, 3,525 and 2,536; mer- 
chandise, L. C. L., 31,863 and 31,103; miscellaneous, 52,706 and 52,872; 
total, 1924, 140,512; 1923, 134,693; 1922, 138,006. ; 

Southwestern district: Grain and grain products, 5,254 and 4,188; 
live stock, 2,782 and 2,342; coal, 5,765 and 4,817; coke, 164 and 249: 
forest products, 8,521 and 8,246; ore, 473 and 446; merchandise, L. C. 
L., 13,522 and 13,318; miscellaneous, 36,506 and 29,063; total, 1924, 
72,987; 1923, 62,669; 1922, 54,442. 

Total, all roads: Grain and grain products, 49,325 and 45,673; 
live stock, 32,762 and 21,652; coal, 172,033 and 156,613; coke, 10,632 and 
11,094; forest products, 67,155 and 64,859; ore, 11,481 and 12,356; mer- 
chandise, L. C. L., 221,895 and 215,252; miscellaneous, 313,348 and 
297,582; total, 1924, 878,631; 1923, 835,081; 1922, 840,412. 


Loading of revenue freight this year compared with the 
two previous years follows: 








1924 1923 1922 

Pour weeks of January ....-.ccceee 3,362,136 3,373,965 2,785,119 
Four weeks of February .......... 3,617,432 3,361,599 3,027,886 
Bive WeEens Of MATCH 2. .cccccccees 4,607,706 4,581,176 4,088,132 
POUr Weeks GE ADF «oo. cceccccesss 3,499,210 3,764,266 2,863,416 
oS See 4,474,751 4,876,893 3,841,683 
POUr -WOGES Of TUNE .oc ci cccccceses 3,625,472 4,047,603 3,414,081 
Weer WES GE FES oc ssc secdcucisece 3,526,500 3,940,735 3,252,107 
Pive weeks of Aviguiat 2... .0cc.c00. 4,843,404 5,209,219 4,335,327 
Four weeks of September ......... 4,146,403 4,147,783 3,699,397 
Four weeks of October ..........0. 4,380,149 4,312,650 3,913,046 
Five weeks of November .......... 4,972,391 4,889,500 4,668,655 

PEE. acinictdivereerbea sore umeenenns 45,055,554 46,505,389 39,888,799 


RIVERS AND HARBORS CONGRESS 


A symposium on “Port Differentials’ was held at the ses- 
sion of the Rivers and Harbors Congress December 11. R. S$. 
MacElwee, commissioner of foreign trade and port development 
of the Chamber of Commerce of Charleston, S. C., presented 
the viewpoint of the south Atlantic ports on the ocean differ- 
ential of 7% cents maintained against those ports. J. P. Ma 
gill, chairman of the committee of steamship affairs of the 
New York Maritime Exchange, defended the establishment of 
differentials. Julius Henry Cohen, counsel for the Port of New 
York Authority, reviewed the attitude of that body toward the 
differential question. The discussion largely covered the various 
phases of the differential question as developed recently before 
the Shipping Board in the port differential investigation. 


LAKES-TO-GULF WATERWAY 
Representative W. E. Hull of Illinois has announced that 
he will push consideration of the project for a deep waterway 


from the Great Lakes to the Gulf of Mexico via the Illinois 
River. 


WENATCHEE SOUTHERN LINE 


The Commission has modified its order authorizing con- 
struction of a railroad by the Wenatchee Southern in the stale 
of Washington so that construction of the road will not have 
to be started until July 1, 1925. The original order provided 
that construction should be started before anuary 1, 1925. The 
company asked for additional time. 


EXTENSION OF LINE 
The Manistee & Repton Railroad Company has applied for 
authority to construct an extension of its line from a point 


near Snider, to Jones Mill, Ala., a distance of approximately 
1% miles. 
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December 13, 1924 


WAREHOUSEMEN UNITE 


Consolidation of the American Warehousemen’s Association 
and the Central Warehousemen’s Club was consummated at the 
annual meeting of those organizations in a joint session, at the 
Drake Hotel, Chicago, December 8. Plans for making the two 
podies one were begun in April, and at a meeting in October, 
following a proposal made at the midsummer meeting of the 
C. W. C., it was agreed to submit to the A. W. A. a new set 
of by-laws that would be satisfactory to both organizations. 

Following the presentation and adoption of the new by-laws, 
the plan for consolidation was made effective, by a unanimous 
yote, after T. J. Skellet, president of the C. W. C., explained 
that the consolidation would take place at once and result in 
a new organization known as the American Warehousemen’s 
Association. 

The action to join the two warehouse organizations was 
taken at the general session on the first day of the annual 
meeting. The next two days were given over to the meetings 
of the three divisions composing the main organization—the 
household goods, and the merchandise, and the cold storage divi- 
sions. Each conducted a program of discussion of the prob- 
lems of warehousing with particular relation to its own point of 
view. Among the matters discussed were the establishment of 
free port zones, store door delivery, transportation, the reduc- 
tion of claims, the standardization and simplification of forms, 
and distribution rates-on pool cars. A number of talks relating 
to the particular problems of warehousing, such as insulation, 
insurance, and leasing were heard. 

The subject of transportation was treated in all three divi- 
sions. In the merchandise groups, A. L. Cricher, of the trans- 
portation division, bureau of foreign and domestic commerce, 
Department of Commerce, Washington, D. C., spoke on “Ware- 
housing in its Relation to Transportation Costs.” He said the 
service of storage and distributing warehouses directly and in- 
directly lessened the costs of transportation in the distribu- 
tion of commodities, by handling goods in carload lots and then 
reshipping or distributing them; by saving time in transit, and 
by reducing loss and damage claims. The service, he said, of 
performing a certain amount of clerical work in the making out 
of invoices and in marking effected a saving to the shipper. 
There was also a saving in the cost of reshipping and distribu- 
tion, he said, and he added that the carriers were benefited 
by the warehousemen, because it was cheaper for the roads to 
handle carload than 1. c. 1. freight. It was his opinion that 
the standardized forms approved by the Department of Com- 
merce, through the elimination of waste, would mean a further 
saving. 

W. V. Little, superintendent of the Western Warehousing 

Company, Chicago, in reporting for the railroad and steamship 
division B, called the attention of the members to the proposals 
of the carriers to readjust the scale of class rates in eastern 
and trunk line territory. Because, he said, the warehousemen 
were never aware soon enough for the rate changes that affected 
them so vitally, as recommended the appointment of a com- 
mittee, or bureau, composed of experienced traffic men, at 
whose disposal should be placed the means of securing the 
sources of prompt and correct information about rates and 
transportation events. It was agreed that the executive com- 
gg would appoint such a body, the personnel to be announced 
ater. 
_ In the household goods division and the cold storage divi- 
sion talks on transportation were made by C. A. Anderson, of 
the Judson Freight Forwarding Company, Boston, and D. P. 
Kennedy, Central Cold Storage Company, Chicago. Mr. Ander- 
son said that, after a general investigation, he had found few 
Complaints as to railroad service and that, apparently, the mil- 
lenium had dawned in rail transportation, for there seemed 
to be only satisfaction with regard to the shipping of household 
goods. He spoke of packing and said that in the line that most 
interested the division, the science of packing was pretty well 
Perfected; if anything, there was overpacking, which did not 
grieve the carriers. Mr. Kennedy, reporting for the transporta- 
tion committee, said there was little to speak of, beyond saying 
that attempts were being made to obtain an extension of the 48 
hour basis of credit for cold storage warehousemen. 


The question of pool car distribution by draymen and ware- 
housemen was discussed in the merchandise division by C. H. 
Berry, of Cincinnati, and H. C. Avery, of Jacksonville, Fla. 
Mr. Berry reported a state of keen competition for the business 
at some points, notably Cincinnati. He said that some team- 
sters were doing the distribution from pool cars at a low price 
and, in some cases, for nothing, if they could have the distribu- 
tion of the whole car, making a charge only for hauling. He 
Said the warehousemen disapproved the practice and did not 
want to adopt it, but in many cases they had to. Mr. Avery 
said competition in this line was met in Florida from the job- 
bers more than from teamsters. It was difficult, he said, to 
do anything about the competition where so much business was 
handled by brokers for large standard lines, who were appar- 


ently satisfied with their commissions and let them cover the 
distribution charge. 
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In discussing store door delivery, the belief of both the 
household goods and the merchandise division seemed to be that 
it was to become a reality soon. There was some expression 
of opposition to it, because it might tend to put the American 
Express Company and the carriers in the warehousing field, but 
W. L. Cotter, of Mansfield, O., recalled to the members that it 
was said that the parcel post inauguration would put the Express 
Company out of business, but it did not, and he believed the 
warehousemen could survive and grow fat, perhaps, on the com- 
petition. C. F. B. Tippet, of Toronto, told of the experience in 
Canada with store door delivery, saying that it was the tendency 
in parts to contract the warehousing and cartage with one com- 
pany in a city and in the east of Canada that company apparently 
was a subsidiary of the carriers. Such practice, he said, oper- 
ated greatly to the disadvantage of those warehousing and haul- 
ing concerns that did not get the contract. 

Jay Weil, of the Douglas Public Service Corporation, of 
New Orleans, spoke on the establishment of free port zones 
at the port cities. He explained that this meant a district 
within a port through which goods might be passed, custom 
free, until they were outside of the zone. In the zone a manipu- 
lating warehouse would be established. This practice, he said, 
would allow the small shipper to participate in trade, where 
only the concern with sufficient capital to handle shiploads at a 
time could trade through ports at present. He said the estab- 
lishment of the free zone would stimulate shipping immediately, 
and he gave the example of Copenhagen, where, after the estab- 
lishment of the free zone, shipping gained 400 per cent while the 
custom ports not only did not show a loss in trade, but showed 
a slight gain. He said the free zone did not mean free trade 
but a temporary resting place for goods on which duty would 
be paid when the limits of the zone were passed. 

Simplified forms, a subject reported on by J. W. Glenn, of 
O. J. Glenn & Sons, Buffalo, are the result of the meeting with 
the Department of Commerce, called by Secretary Hoover in 
September. Three standard forms for negotiable warehouse 
receipts, bills of lading, invoices, tally sheets, storage orders 
and all other forms involved in the business were approved by 
the department, after they were presented by the committee of 
warehousemen who had been at work on them. At the annual 
meeting, it was recommended and generally agreed that the 
forms would be used by all divisions. However, it was pointed 
out, in the cold storage division, that some of the forms were 
not exactly suitable to the pecularities of the industry and, in 
the case of several original receipts, the ones now in use by 
some concerns were less unwieldly that those proposed, but it 
was said that, for the sake of uniformity and saving, the 
standard forms would be generally adopted wherever possible. 

The divisions conducted discussion into the fourth day of 
the meeting on these and other pertinent subjects, and after- 
wards a brief general session was held at which a resolution was 
adopted expressing appreciation of the government’s recently 
announced policy of non-interference in and more cooperation 
with business, and stating that the policy of government owner- 

ship, advocated by many for any industry or business, could 
not flourish and should be opposed. 

The officers who served the A. W. A. in 1924, were reelected 
to office in the united organizations. 


YORK SWITCHING CASE 


The Trafic World Washington Bureau 


The Commission, December 10, issued a formal order in 
No. 11455, Manufacturers’ Association of York, Pa., vs. Penn- 
sylvania et al., the York switching case, postponing the effective 
date of its order therein, from November 6 to February 1. 
That is in accordance with the understanding reached in the 
conference on the subject of the compliance with the order 
of the Commission, at the conference on December 6. The 
order, although, by its terms effective November 6, is under 
injunction in the middle district of Pennsylvania and will so 
continue until that court obeys the mandate of the Supreme 
Court of the United States, which reversed the middle district. 

Antagonism between the Pennsylvania and the Western 
Maryland as strong as ever, notwithstanding the decision of 
the Supreme Court of the United States in the York switching 
case, brought about the calling of the conference, Decem- 
ber 6, on the subject of a way for a carrying out of the Com- 
mission’s order in No. 11455, Manufacturers’ Association of 
York, Pa., vs. Pennsylvania et al., the title of the case before 
the Commission, on the validity of the order in which the 
Supreme Court passed in such a way as to make it necessary 
for the complainant before the Commission to consider how the 
order of the Commission and the mandate of the Supreme 
Court might be carried out. The conference was ‘called for 
Commissioner Aitchison’s office because Mr. Aitchison wrote 
the report which was upheld in the Supreme Court. 

The desirability of the conferencé was suggested by the 
fact that the Pennsylvania proposed removing the undue preju- 
dice by discontinuing the trackage arrangement, which, ac- 
cording to the Western Maryland, had been in effect for thirty 
years, as if it, having been found guilty of an undue prejudice, 
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had the option of saying how it should be removed. The 
Western Maryland, having also been found guilty of an unjust 
discrimination, proposed removing it by means of reciprocal 
switching. It took steps, immediately after the decision of 
the Supreme Court, to build interchange track facilities to 
supplement those now in existence at York, which it estimated 
would be ready by December 22. It asked for a conference, a 
prompt one, with the Pennsyivania, after the last mentioned 
had given notice under date of November 21 that it would, 
from and after December 24, cease and desist from extending 
the use of its tracks to the Western Maryland, for the terminal 
receipt and delivery of freight at industries in York described 
in the Commission’s report in the manufacturers’ association 
case. 

Copies of the papers that had passed in the case after 
the decision of the Supreme Court were made public several 
days after the calling of the conference to be held in Commis- 
sioner Aitchison’s office. 

When the Pennsylvania undertook to exercise its supposed 
option,, that of doing a lawful thing as a substitute for some- 
thing unlawful, the Western Maryland protested and the com- 
planing association filed a petition in the Commission case 
asking for a supplementary order requiring the removal of the 
discrimination by the establishment of reciprocal switching 
between the Western Maryland and the Pennsylvania through- 
out York, or, at the option of the defendants, by the mainten- 
ance of the trackage arrangements within the zone and the 
establishment of reciprocal switching outside the zone. 

The association also asked for an order supplementing that 
of July 11, 1922, forbidding the defendants to remove the dis- 
crimination found to exist by withdrawing the transportation 
service rendered to industries in the zone in the last thirty 
years. 

In conclusion the Association asked that, if the Commission 
deemed a hearing on the petition desirable that such hearing 
be held in Washington before a member of the Commission 
in the first week of December, in order that it might be dis- 
posed of before December 22, which, although the association 
did not say so, was the day on which the Western Maryland 
said its additional interchange track facilities would be com- 
pleted. 

The association included, as exhibits to its petition, the 
letter from George D. Dixon, vice president of the Pennsylvania, 
dated November 21, notifying the Western Maryland of its 
intention to terminate the trackage arrangement with the West- 
ern Maryland on December 22, the day, as hereinbefore set 
forth, on which the Western Maryland expected to have its 
additional interchange facilities completed; also the argumenta- 
tive letter in reply thereto, of D. G. Gray, vice president of the 
Western Maryland. In that letter, Mr. Gray said he could not. 
assent to the withdrawal of the privileges and facilities “which 
for thirty years have been accorded industries at York.” Such 
action, while taken for the ostensible purpose of removing 
discrimination, said Mr. Gray, would plainly violate other sec- 
tions of the act, particularly those requiring interstate carriers 
to furnish reasonable and proper transportation facilities. Such 
an attempt, he said, would undoubtedly lead to a complaint from 
the industries at York and further proceedings before the Com- 
mission. 


Among other things, Mr. Gray said Mr. Dixon was aware 
that the Supreme Court pointed out that the order of the Com- 
mission left the carriers free to remove the discrimination by 
any “appropriate” action. The only appropriate action, Mr. 
Gray said, was reciprocal switching between the Pennsylvania 
and the Western Maryland at York, since that was the only 
means which would remove the discrimination and at the same 
time give York reasonable and adequate transportation facilities. 

“This is what the industries at York want and what we 
believe they are entitled to and will eventually get, either by 
an agreement between the two roads, or elSe under an order 
from the Interstate Commerce Commission,’ said Mr. Gray. 

In addition to that Mr. Gray pointed to an agreement, dated 
July 19, 1893, between the Northern Central, the Pennsylvania’s 
subsidiary, and the York, Hanover & Frederick and the Balti- 
more & Harrisburg Eastern Extension (predecessor of the West- 
ern Maryland), providing for interchange switching at York. 
Withdrawal from, or violation of, that agreement would be, 
as Mr. Dixon knew, said Mr. Gray, in disregard of an injunc- 
tion issued by the district court of the United States for the 
middle district of Pennsylvania. He said that on the strength 
of the 1893 agreement, the Baltimore & Harrisburg Eastern 
Extension entered into agreements with certain industries at 
York guaranteeing them connection with both the Pennsylvania 
and Western Maryland. He also notified Mr. Dixon that upon 
receipt of the opinion of the Supreme Court the Western Mary- 
land arranged to proceed with the construction of interchange 
track facilities to supplement those then in effect at York, 
which would be in accordance with the consideration given the 
subject in 1923. Mr. Gray asked for a prompt conference with 
a view to agreeing upon a switching charge to be absorbed by 
each road, as well as the operating details involved in recip- 
rocal switching, because the order of the Commission required 
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the carriers, upon thirty days’ notice, to establish rates, regu- 
lations and practices which would prevent and avoid the undue 
— Therefore, he said, he would appreciate a prompt 
reply. 

If the Pennsylvania made any answer to the Western Mary. 
land’s request for a conference it did not appear in the record, 
It answered the petition of the complaining association of 
manufacturers. It said it did not understand the order of the 
Commission to require carriers to agree upon the manner of 
complying with the Commission’s order. It averred, upon ad- 
vice of counsel, that the Commission was not clothed with power | 
to order the carriers to agree as to the manner in which its 
order should be complied with. It said it was also advised by 
counsel, and believed, that orders of the Commission, to be 
legally operative, had to be susceptible of obedience by de. 
fendants without such agreement. It averred that the action 
it proposed to take, as outlined in Mr. Dixon’s letter to Mr. 
Gray, would constitute full and complete compliance with the 
Commission’s order. Moreover, it asserted that the action out- 
lined in that letter was the only practicable method of comply- 
ing with the Commission’s order. In support of that it called 
attention to a finding by the Commission that the record did 
not afford a basis for the establishment of through routes, 
either by. requiring the publication of joint rates or by the 
establishment of reasonable switching charges with respect to 
traffic which might be handled by the Pennsylvania and the 
Western Maryland; and the further finding that it had not been 
shown to be in the public interest to require the use of the 
terminal facilities of the Pennsylvania at York by the Western 
Maryland. From those findings the Pennsylvania said it was 
clear there was no justification for any demand, at the present 
time, that any supplementary order be issued nor any legal 
basis for the issuance of such an order. It said it knew nothing 
about the construction of trackage by the Western Maryland 
in the vicinity of York, but that even if such construction were 
a fact, it had no bearing upon the present situation. It said 
that it denied the allegation of the association that the pro- 
posal of the Pennsylvania would work a violation of the parts 
of the act requiring carriers to provide and furnish transporta- 
tion and reasonable and proper transportation service and fa- 
cilities. It also denied the assertion of the complainant that 
what the Western Maryland proposed would remove discrimina- 
tion. It also denied that interchange facilities could be in- 
stalled before December 22 without material expense to the 
Pennsylvania or that reciprocal switching was in effect during 
federal control and that it worked satisfactorily. 


The Western Maryland, answering the petition of the com- 
plaining association, said it concurred in the prayer for re- 
ciprocal switching as a means of removing the discrimination 
found to exist. It said, among other things, that the policy of 
the Pennsylvania to refuse reciprocal switching at points where 
it handled the major part of the traffic, should not be con- 
trolling. It called attention to what it said was the fact that 
at Hagerstown, Md., Hanover and Waynesboro, Pa., the West- 
ern Maryland controlled the major part of the tonnage, yet 
reciprocal switching was in effect at those points between itself 
and the Pennsylvania. Neither, it said, should the fact that 
it might profit to some extent and the Pennsylvania lose to 
a corresponding extent, be allowed to be controlling. It said 
it proposed to establish a reasonable switching charge to and 
from industries served by each of the carriers, such switching 
charge to be absorbed out of the current rates to and from 
York by the road-haul carrier. 

All the phases that had arisen in the case since its 
inception six or eight years ago, together with questions 
raised as to the meaning of language used by the Commission 
in its report and order and the significance of what the courts 
had said, were touched upon in the conference called for Com- 
missioner Aitchison’s office. It was not held there. So many 
shippers from York came to attend that, first- an adjournment 
was taken to a small hearing room and then, for greater com- 
fort, to the large hearing room. Commissioner Aitchison had 
Chief Counsel Farrell, Director Hardie, Examiner Beach and Mr. 
Crosland, the latter chief of the tariff section attend the con- 
ference so as to have at his immediate command the assistance 
of the men who would have expert knowledge on the technical 
features of the case as they might arise. The order is to be 
stayed until February 15, with a view to settling on a method 
for disposition. 

For the complaining association the spokesmen were 
Messrs. Glasgow and Olmsted; for the Western Maryland Vice- 
President Gray and Mr. Bagby; for the Pennsylvania, Mr. Bikle 
and Mr. Eysmans, and for the Eshelman feed mill, C. R. Hillyer. 
The feed mill was specially represented because it was claimed 
that, if the Pennsylvania’s method for removing the discrimina- 
tion, that of cancelling the trackage arrangement were carried 
out, the business of that mill, with an investment of nearly half 
a million, would be utterly ruined because it exists on transit 
arrangements which would disappear the minute the trackage 
arrangement were canceled; for then it no longer would be on 
the rails of the Pennsylvania. That road, following the general 
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practice of railroads, limits transit to traffic over its own rails. 
It was said that a large per cent of its materials came in over 
the Pennsylvania. The mill physically, is on the rails of the 
Western Maryland. The trackage arrangement proposed for 
cancellation on December 22, puts it also on the rails of the 
Pennsylvania and makes possible the use of transit. 

Generally speaking, the complaining association contended, 
as in the hearing of the case, for reciprocal switching, which 
the Commission did not order, although the complaint asked 
for it. The Western Maryland concurred in that request. The 
Pennsylvania said it had proposed, at other times, handling the 
situation by means of through route and joint rate arrange- 
ments. The Pennsylvania men said they had always held out 
that as a solution requesting York shippers to point out to them 
any places to which they had business to send, on commodity 
rates, so as to enable the Pennsylvania to publish such rates, 
when needed. They said they had never received any requests 
put a shipper in the audience said he had asked for such rates 
on lime and last spring had filed a complaint because his re- 
quest had not been granted. There are through routes and joint 
rates on classes, with interchange at Hanover, requiring, in 
some instances, a haul of thirty-nine miles, out of line. The 
Pennsylvania men were opposed to reciprocal switching as an 
opening of their terminals to the Western Maryland. 


Commissioner Aitchison suggested as a premise for discus- 
sion an extension of the trackage arrangement so as to include 
all the territory through which the tracks of the two companies 
closely parallel each other, with reciprocal switching outside of 
that territory. The Pennsylvania men said they had suggested 
an extension of the trackage, although there were serious oper- 
ating objections to such an arrangement but that their sugges- 
tion had not been accepted. Mr. Hillyer said that personal in- 
spection indicated that trackage should be continued. Mr. Far- 
rell, just for-information, asked why there could not be joint 
rates with interchange at York. Mr. Eysmans reminded him that 
there was no junction of the two roads at York; that their 
contact was caused by the Western Maryland building across 
side tracks of the Pennsylvania and that those tracks were 
mere cut-overs, not junctions at which carriers could perform 
the usual functions of interchanging freight. 


On the law phase of the subject, Mr. Bikle said the Penn- 
sylvania read the order in such a way that withdrawal was the 
only way for it to comply because the Commission specifically 
found, as he said, that the record did not warrant an order for 
reciprocal switching or the use of the Pennsylvania’s terminals 
and part of its main tracks by the Western Maryland. Mr. 
Aitchison reminded him that a finding of that kind did not 
preclude the Pennsylvania from doing something of that kind. 


Mr. Glasgow said that perhaps technically Mr. Bikle’s inter- 
pretation of the order was correct but he ridiculed the sugges- 
tion that by a grant of reciprocal switching the Western Mary- 
land would take the Penrsy!vania’s business from it. 

“But in the consolidation of railroads, who’s going to get 
the western Maryland,” asked Mr. Eysmans, who admitted that 
the possibility of the Western Maryland’s getting much business 
away from the Pennsylvania at York was small. Some one sug- 
gested that perhaps the Pennsylvania would get it. 


“Yes, and suppose the New York Central gets it,” suggested 
Mr. Eysmans. “Then every other terminal would be open. The 
amount of business at York the Western Maryland might get 
is not worth talking about.” 


Mr. Bikle was loath to agree to conferences, because, as he 
said, he did not want to be put in the position of having any 
one say that he had agreed to a delay in the enforcement of 
the order to gain time. He said the Commission’s order would 
be in effect the minute the court’s mandate came down, which 
could not be less than thirty days from November 17. Mr. 
Bikle said he had given notice of cancellation at the earliest 
day. Commissioner Aitchison suggested that if there was the 
possibility of agreement that a letter be written asking for post- 
ponement of the effective date of the Commission’s order. The 
York interests suggested February 1 and the Pennsylvania 
agreed to that with the understanding that it was prepared to 
obey the Commission’s order without delay. Mr. Bikle, early in 
the discussion made the point that the Western Maryland had 
merely asked for a conference, without telling the Commission 
how it proposed to obey the order. 


WAGE STATISTICS 


The total number of employes reported by Class I railroads 
for September was 1,801,296, a decrease of 144,621, or 7.4 per 
cent, as compared with September, 1923, while the total com- 
pensation was $240,659,259, a decrease of $14,557,938, or 5.7 
per cent, as compared with September, 1923, according to the 
Commission’s official wage statistics for the month of Septem- 
ber. A comparison of the returns for the months of August 
and September this year shows tlfat in September the employ- 
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ment increased 0.7 per cent and the total compensation in- 
creased 0.5 per cent. 
The monthly earnings, by groups, were as follows: 


Monthly earnings of 


Employes Employes 

reported on reported on 

daily basis hourly basis 

Sept. Sept. Sept. Sept. 

Group 1924 1923 1924 1923 

Executives, officials and staff assistants.. $437 $429 coin’ stn 

Professional, clerical and general.......... 182 179 $123 $120 

Maintenance of way and structure......... 240 239 88 89 

Maintenance of equipment and stores...... 245 244 122 122 
Transportafion (other than train, engine 

eS ee Oe oe ee ee 98 97 122 119 
Transportation (yardmasters, switch tend- 

ee ee ee er re 260 256 149 143 

Transportation (train and engine service).. ... aie 194 186 


Increases or decreases in the number of employes, by 
groups, September, 1924, compared with previous month, and 
with September, 1923: 


Sept., 1924, compared with 


Group Aug.,1924 Sept., 1923 
Executives, officials and staff assistants... (d) 34 (d) 190 
Professional, clerical and general.......... 111 (d) 9,113 
Maintenance of way and structures........ (d) 8,192 (d) 29,288 
Maintenance of equipment and stores...... 6,813 (d) 68,076 
Transportation (other than train, engine 

I, SE soi ctcc sornc greceanceneb sean nemaee 3,549 (d) 8,882 
Transportation (yardmaster, switch tend- 

ee. Ne a ene 40 (d) 2,344 
Transportation (train and engine service).. 10,037 (d) 26,728 

Net increase or decrease............6. 12,324 (d) 144,621 


A comparison of the number of employees and their com- 
pensation, by months, follows: 


CLASS I STEAM ROADS 
Number of Total 


Month employes compensation 
PI SE 5 Cneniciwwetemee cae eeubeaw 1,945,917 $255,217,197 
IN PEI oa: rayesocb wrareiecisielslateniete cress wien 1,936,494 271,005,542 
I GEE bob AG crores neice ne eenremeserer 1,899,545 249,686,024 
ee eee en rer 1,793,779 234,662,008 
PORUENTY, TWEE .ociccccsern AEE SS eee one 1,749,927 239,550,251 
| Ey Arey er 1,753,289 230,915,026 
I MEE: + 0. ans 4:n:0-0 vie eiere eb parenh wiew es wOowibae 1,760,268 241,406,659 
AE faa 550-513 vlaiera hice Rew ateaisicowametw a eee 1,787,217 236,909,229 
BES, CEE (okie tis: ewsnaciwan nan wonionnicadinewe ses 1,791,504 240,029,129 
RE EY Stas bioicealblace se eee awiaeie eee eieaela 1,770,565 229,495,526 
PE Eien wirawruiios bee naweedowwaccree ee’ 1,973,134 . 236,525,640 
ee ene 1,788,972 239,518,006 
EL EME sicemiannscnwincnniewesseaeees 1,801,296 240,659,259 


RAILROAD LABOR STABILIZATION 


The Trafic World Washington Bureau 


At the request of the Association of Railway Executives the 
Bureau of Railway Economics has called on the executives of 
176 class I railroads for data intended to help the committee 
of executives, of which Daniel Willard is chairman, in its study 
of the possibility of the stabilization of railroad employment. 
The executives have been asked to return answers to a list of 
questions not later than December 20. Until material showing 
unsteadiness of employment has been gathered, together with 
the causes thereof, the committee is not in a position to say 
anything on the subject. 

Collection of data of the kind mentioned is in accordance 
with the resolution adopted at the September meeting of the 
executive committee of the association directing the Willard 
committee to take up the subject. Question as to whether 
there could not be a steadying of employment in the railroad 
industry was raised by Commissioner Potter in correspondence 


' with Hale Holden, president of the Burlington, while Mr. Holden 


was chairman of the association. Mr. Potter thought the ex- 
ecutives should devote attention to that subject with a view 
to the good of the employes, the railroads and the public, his 
idea being that irregularity of employment, especially in shops, 
and maintenance of way and structures, caused an unnecessary 
increase in the cost of the service performed by the railroads. 
The questions sent out for answer by the 176 executives were 
prepared by Dr. Parmelee, director of the Bureau of Railway 
Economics, Dr. Lorenz, director of the Commission’s Bureau of 
Statistics, and A. Wylie, director of the Commission’s Bureau 
of Accounts. 

The object of the questionnaire is to bring out the facts 
as to irregularity of employment, in what parts of railroad 
service unemployment is noticeable, the reasons therefor, and 
whether causes can be removed by better budgeting of main- 
tenance work, improvements and betterments, the hauling of 
non-revenue or company freight, in seasons of light revenue 
movement, or any changes in accounting methods. 

The questionnaire is the first step by the railroad execu- 
tives to learn as much as they can in respect of conditions 
within the knowledge of their colleagues with a view to deter- 
mining whether there is anything that can be done by the 
railroads or by the Commission to stabilize employment. 

The inquiry has nothing to do, it is asserted by those in 
touch with it, with the hours, terms of employment or wages 
of employes. Its primary purpose is to learn if anything can 
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be done to reduce the time employes of railroads are compelled 
to be idle, through no fault of their own. 

After the data have been collected and- compiled the execu- 
tives will have to determine what, if anything farther, can 
be done. The Commission has taken no part in the matter 
thus far, its origin being, as indicated, in correspondence be- 
tween Commissioner Potter and Hale Holden. It, however, 
will be furnished with copies of answers sent by the executives 
to the Bureau of Railway Economics, as they are received. 


FRUIT AND VEGETABLE SHIPMENTS 


Heavier movement of oranges, celery, lettuce and potatoes 
increased the shipments of 17 lines of fruits and vegetables 
the week ended December 6 to 13,660 cars, according to the 
weekly report of the Bureau of Agricultural Economics of the 
Department of Agriculture. The season’s grape shipments ex- 
ceeded 67,000 cars, thereby breaking all previous records, the 
Bureau said. Totals from the weekly summary of carlot ship- 
ments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 
Nov. 30- Nov. Dec. This Sea- Last Sea- Total 
Dec. 6, 23-29, 2-8, son to son to Last 


1924 1924 1923 Dec. 6 Dec. 8 Season 
Apples (Western States): 
’ | a 1,274 1,358 1,613 32,498 45,429 63,036 
Apples (Eastern States): 
- eee 956 *1,123 984 *43,544 58,391 75,067 
Cauliflower: 
. arr 123 173 110 *1,406 1,381 4,240 
Cabbage (Old Crop): 
ED coxaeaimarece 774 *878 739 *33,910 30,418 37,013 
Cabbage (New Crop): 
ORL ccccceees 9 2 17 16 27 *33,910 
Celery: 
MME ctcccneewe 694 *434 618 *13,739 12,839 16,982 
Grapes: ¥ m 
Ee 103 239 453 67,008 65,150 65,336 
Grapefruit: 
a 504 485 515 4,637 5,722 19,990 
Lemons: 
ME cencegven 219 153 142 1,940 1,830 *12,165 
Lettuce: 
GEE. cieeanene 642 615 781 3,851 2,931 *38,796 
Mixed Citrus Fruits: 
eee 130 87 oe 527 se 4,573 
Mixed Vegetables: 
rere 350 279 390 *26,611 22,750 23,913 
Onions: 
nee 502 *531 434 *21,301 20,327 29,479 
Oranges: 
re 2,937  *%2,120 3,677 *10,801 14,891 77,581 
Peppers: 
eee 38 26 48 908 1,198 2,536 
Spinach: 
2. rere 141 *143 175 *930 1,142 7,514 
Sweet Potatoes: 
eae 491 *371 586 *9,948 10,344 13,939 
Tomatoes: 
eee 23 38 27 *25,285 23,959 14,950 


Summary Potatoes: 
Leading Sec- 














tions, Late 

Crop ....8,706 3,594 2,977 76,642 91,195 193,421 
Other Sections, 

Late Crop. 41 65 36 17,107 13,482 15,117 
Early Crop.... | 2 2 49,778 33,319 33,391 

eee 3,748 *3,661 3,015 *143,527 137,996 241,929 





** Unavailable. 


LUMBER SHIPMENTS 


Reports of the lumber movement for the week ending 
December 6 received December 11 by the National Lumber 
Manufacturers’ Association from 383 of the larger soft wood 
commercial saw mills of the country, as compared with the 
revised reports from 366 mills for the preceding week, indi- 
cated a continued excess of new business over current produc- 
tion. Production and shipments showed an increase over the 
preceding week, orders a slight decrease. The past week, in 
comparison with the corresponding week of 1923, showed a 
materially greater volume of new business and shipments but 
a smaller volume of production. 

The unfilled orders of 253 Southern Pine and West Coast 
Mills were 651,899,043 feet, as against 635,700,759 feet for 251 
mills the week before. Separately, the Southern Pine group, 
133 mills, reported unfilled orders as 250,669,507 feet, compared 
with 262,342,894 feet for the same number of mills the previous 
week; 120 West Coast mills had unfilled orders amounting to 
401,229,536 feet, as against 373,357,865 feet for 118 mills a week 
earlier. 

Altogether the 383 comparably reporting mills had ship- 
ments 109 per cent and orders 118 per cent of actual produc- 
tion. For the Southern Pine mills these percentages were re- 
spectively 112 and 96; and for the West Coast mills 98 and 117. 

Of the comparably reporting mills, 357 (having a normal 
production for the week of 218,662,411 feet) reported produc- 








Vol. XXXIV, No. 94 


tion 98 per cent of normal, shipments 105 per cent, and orders 
112 per cent thereof. 

The following table compares the national lumber move. 
ment as reflected by the reporting mills of seven regional asso. 
ciations for the three weeks indicated: 


Corresponding Preceding Week, 


Past Week Week, 1923 1924 (Revised) 
PO cen Sats waigoewetees 383 384 366 
eee 221,544,118 233,264,151 201,400,916 
ne ee Oe 241,146,031 184,922,846 220,501,157 
Orders (New Bus.) ...... 260,392,404 210,166,695 269,797,994 


The following figures compare the lumber movement for 
the first forty-nine weeks of 1924 with the same period of 1923: 








Production Shipments Orders 
| EAP er one reer iti 11,451,814,305 11,384,604,423 11,226,574,989 
BE kchcveeueruse chee cents 12,110,536,550 11,945,618,951 11,397,055,828 
1924 Decrease .......... 658,722,245 561,014,528 170,480,839 


The mills of the California White & Sugar Pine Association 
make weekly reports, but for a considerable period they were 
not comparable in respect to orders with those of other mills. 
Consequently, the former are not represented in any of the 
foregoing figures. Twelve of these mills reported a cut of 
5,761,000 feet last week, shipments 9,478,000 feet, and orders 
12,101,000. The reported cut represents 30 per cent of the total 
of the California pine region. 


COAL PRODUCTION AND SHIPMENT 


“Production of soft coal dropped to 9,646,000 net tons the 
week ended November 29,” the Geological Survey said in its 
current coal production report which, in part, follows: 


This decrease of 913,000 tons was due to the wide observance of 
Thanksgiving Day as a holiday. Compared with the corresponding 
holiday week of 1923 there was an increase of 703,000 tons. 

Complete cessation of work at the anthracite mines on Thanks- 
giving Day was responsible for a sharp decline in the production of 
anthracite in the week ended November 29. The total output is now 
estimated at 1,611,000 net tons, a decrease of 216,000 tons, or nearly 
12 per cent. 

The all-rail movement of coal into eastern New York and New 
England increased sharply in the week ended November 29, despite 
the occurrence of the Thanksgiving holiday. Reports from the car- 
riers serving that territory show that 3,176 cars of bituminous coal 
and 3,748 cars of anthracite were forwarded, increases respectively 
of 18 per cent and 23 per cent. The present rate of bituminous 
movement is a little larger than that prevailing a year ago and that 
of anthracite is about 8 per cent less. 

Tidewater business in soft coal at Hampton Roads, as indicated 
by reports of the quantity dumped remained practically unchanged 
in the week ended November 29. Statements from the three rail- 
road piers at that port show that 360,900 net tons were handled as 
against 351,602 tons in the preceding week. Any decrease that may 
have been caused by the observance of the holiday apparently was 
made up on other days of the week. Cargoes consigned to New 
England increased sharply to 232,962 tons. This improvement was 
largely offset, however, by an equally sharp decline in dumpings for 
the foreign account. Shipments to the ‘‘other coastwise’’ trade were 
about the same as in the preceding week. 

A sharp decline in dumpings of bituminous coal at the lower 
Lake Erie ports indicates the approach of the closing of navigation 
for the present season. Dumpings in the week ended November 30 
totaled 592,905 net tons, a decrease of approximately 21 per cent. 
Of the total dumpings, 569,232 tons were cargo coal, as against 573,132 
tons in the corresponding week last season. 

With the end of the season in sight, it is obvious that the move- 
ment for the present season will fall about 7,000,000 tons short of 
the record established in 1923, and will be about the same as in the 
years 1919-1921. 

Unlike bituminous coal, shipments of anthracite up the lakes in- 
creased somewhat in the week of November 30. Dumpings of Buffalo 
declined slightly to 60,999 net tons, but at Erie, where there were 
no dumpings in the week before, a total of 23,854 tons were handled. 
The total dumpings—84,853 tons—showed a gain of about 25 per cent. 
Cumulative shipments during 1924 to the end of November were 12 
per cent less than in the corresponding period last season, 


FOURTH SECTION HEARING 


Hearing was held before Examiner Knowlton, at Chicago, 
Dec. 10 and 11, on Fourth Section Application 12628, involving 
rates over the M. & St. L., the Rock Island, the I. C. and the 
Great Western to the Twin Cities. 

The carriers were represented by F. B. Townsend, for the 
M. & St. L., C. R. MacLean, for the Great Western, E. T. 
Mollahan, for the Rock Island, and F. C. Furry, for the I. C. 
They entered testimony tending to show that, because of the 
water competition on the Great Lakes and to Duluth and by 
reason of the competition with other rail lines to the Twin 
Cities, they should have a lower rate than to some of the inter- 
mediate points, such as Albert Lea, Minn., and Mason City, Ia., 
even though shipments would travel through the comparatively 
higher rate territory of northern Iowa. 

Herman Mueller, traffic director of the St. Paul Association, 
and Lee Kuemple, manager of the Minneapolis Traffic Associa- 
tion, supported the carriers and laid emphasis on the importance 
of the water competition, which they said was growing. 

Walter McCornack and B. J. Drummond, representing the 
intermediate points, said that it was not their desire to raise 
the Twin Cities rates, but to have the rates apply to the inter- 
mediate Iowa and Minnesota points, where the rate was now 
much higher, and they entefed exhibits and testimony tending 
to show the reasonableness of the contention, based on dis- 
tances and traffic density. 
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Industrial Traffic Departments 


Fourth of a Series of Thirty Articles on the Organization and Management of Industrial and 
Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, A. B., 
M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


Traffic departments, organized to supervise the transporta- 
tion work of industrial establishments, differ in certain respects 
from the departments set up to handle the transportation of 
commercial houses. Within the general classification of indus- 
trial traffic departments are variations in organization induced 
by: a number of factors to be discussed presently. 

The type of organization of the traffic department and the 
place of the traffic manager in the scheme of organization of 
the industry depends on several factors. In the first place, the 
nature of the business shapes, to a certain extent, the general 
form of departmental organization. In the second place, the 
yolume of business determines whether a large or a small traffic 


sponsible to the executive head of the plant. Other corpora- 
tions prefer large departments handling a variety of functions. 
All shades of preference in this respect can be _ illustrated. 
Lastly, the traffic manager’s position is determined by the cal- 
iber of the man himself. A technically trained executive with 
organizing ability and vision will establish himself in a position 
of importance and responsibility in an organzation, while a 
less able man will be placed in a position of less responsibility 
and influence. 

A large department, handling all the standard functions 
previously discussed, is usually an independent organization, 
responsible directly to an executive head of the business. A 
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department organization is desirable. Thirdly, the nature of 
the tonnage handled influences the position of the traffic de- 
partment. Obviously, a firm handling a large amount of less- 
carload freight requires an organization quite different from 
a concern handling little other than carload quantities of 
freight. In the fourth place, the direction of the tonnage flow 
exerts an influence on the structure of the traffic organization. 
If the tonnage flow is fairly well divided between inbound and 
outbound traffic, an organization varying considerably from the 
departmental organization required to handle inbound tonnage 
only will be necessary. A shipbuilding plant, for example, han- 
dling a large amount and variety of inbound tonnage has prac- 
tically no outbound traffic except scrap, refuse, refused ship- 
ments, and other relatively unimportant items. The finished 
products, steamships, are floated away from the plant by water 
under their own power. In the fifth place, the scope of the 
work to be performed by the traffic department shapes its place 
in the organization. A department handling local transport 
Service, internal switching facilities, shipping and receiving 
freight, as well as. routing, rating, claim and tracing and ex- 
pediting work, is placed and organized differently as compared 
to a department designed to handle only a few of these func- 
tions. A sixth factor influencing the position of the traffic 
Manager in the business organization is the general organiza- 
tion policy of the corporation. Various types of organizations 
are favored by different corporations. Some prefer to organize 
a large number of small, independently functioning departments, 
headed by department specialists, with the allied departments 
drawn into groups supervised by administrative officials re- 


smaller department, concerning itself with only a portion of the 
list of duties is often attached as a subordinate department or 
bureau, to a large department. Such small bureaus, performing 
the routine work of checking freight bills, tracing cars, quoting 
rates and expediting freight movement, are found in many in- 
dustrial establishments attached variously to the sales, pur- 
chasing, or stores department. 

The trend of the times is, apparently, away from this type 
of traffic organization, performing clerical, or, at best, semi- 
clerical functions, toward the broader departmental organization, 
exercising broader powers of supervision over all the trans- 
portation affairs of the industry. The small clerical bureaus 
are giving away to the departmental organizations worthy of 
the name “traffic department” and the supervision of the de- 
partments’ activities is coming to be intrusted to men of broad 
gauge and technical training in traffic matters. 

Few far-seeing industrial organizations are willing to in- 
trust their traffic matters to others than men equipped, not 
only to perform the routine work of traffic management, but 
fitted also to consult with the management in determining 
the concern’s supply and distribution policies. Each year wit- 
nesses the establishment of new traffic departments and the 
reorganization of small checking and tracing bureaus into full 
departments, headed by transportation experts. This policy 
frees the traffic man from subordination to the sales manager, 
purchasing agent, storekeeper or other department manager 
and places the head of the traffic department on a parity with 
the heads of these allied departments. An executive officer of 
the corporation usually supervises the work of the departments 
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concerned with supply and distribution, and the department 
managers are called into consultation with the responsible 
executive to assist in the determination of sales and purchasing 
policies. 

This plan of removing the traffic department from the dom- 
ination of other departments has marked advantages. It en- 
ables the traffic department to do work more constructive and 
less clerical in nature, and it places the traffic manager in a 
position where his word in the council of the company is heard 
directly and not through the medium of the manager of another 
department. Such men are often not trained transportation 
men and, hence, may fail to appreciate the force of some of 
the suggestions and sometimes choose to ignore them. The 
traffic manager, heading an independent bureau, provded he 
has the technical training and sound judgment, can get his 
ideas directly before the management and his success is more 
apt to be directly proportional to the value of his suggestions. 


Place of the Traffic Department in Typical Industrial 
Organization 


The bulk of the work of the traffic department has to do 
with the supply and distribution work of the industry. Hence, 
in the average industrial organization, the traffic manager is 
attached to that part of the organization having jurisdiction 
over work of this sort. In industries organized according to 
a plan of separation of the work of plant operation, supply and 
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ing company report directly to the president of the company 
in all matters except those solely concerning the divisions in 
which they have supervision over transportation affairs. The 
division operating managers of the company have nominal super. 
vision over these traffic men in their work within their districts 
The traffic manager of a soap manufacturing company reports 
directly to the president of the corporation. A large iron ang 
steel plant and steel plant and a bridge company are orgap. 
ized similarly. 

Perhaps a more usual plan of organization is that in which 
the traffic manager reports to a vice-president in charge of g 
group of departments. A nationally known explosives ang 
chemical manufacturing corporation has a large traffic organi. 
zation under a director of traffic and a traffic manager. The 
executive control of this department is exercised by the vice. 
president in charge of purchases and stores. The history. of 
this department and its supervision illustrates one of the factors 
that influence the organizations of departments. The present 
vice-president was formerly the director of sales and at the 
same time a traffic expert. As this man was promoted in the 
organization, the traffic department was continued under his 
supervision because of his special qualifications. 

The general traffic manager of an establishment manufactur. 
ing floor coverings, which has plants in several cities in the 
eastern section of the United States reports, directly to a vice- 
president in charge of production as shown in Figure No. 2. 


LSPANTMANT UNDER TG LIMMCT GURISDICTION OF A VICKePRESIDENT. 








Figure No. 2 


distribution and office administraton, as in the organization 
shown, the traffic manager is attached to the staff of a man- 
ager in charge of supply and distribution. The purchasing 
agent, credit manager, advertising manager, and sales man- 
ager are, likewise, made subordinate to this official, whose duty 
it is to coordinate the work of the hands of these five principal 
supply and distribution departments. Meetings are held fre- 
quently and the view of the manager of each of these allied de- 
partments are expressed for the benefit of the whole group. 
This exchange of ideas has been found of great value in pro- 
moting a feeling of unity among the allied departments. <A 
broader view of the part each department plays in the work 
of the industry is made possible by this method of organiza- 
tion. Variations of this plan may be observed in the organiza- 
tions of a number of large industrial establishments. 

An organization chart of a corporation organized along 
such lines is shown in Figure No. 1. 


Executive Control of Traffic Departments 


There are several plans of organization within the field of 
industrial traffic management as to the control or supervision 
of the traffic department by higher executive or administrative 
officers. In the organization described above an administrative 
officer, a manager of supply and distribution, intervenes be- 
tween the traffic manager and the general manager. This 
officer interprets the general policy of the corporation for the 
guidance of the traffic manager and the heads of allied depart- 
ments and holds these department heads responsible for the 
proper discharge of the work of their deparfments. A man- 
ager of production and a manager of administration function 
in a similar way in supervising the work of their organizations. 

Another mode of organization places the traffic officer or 
officers directly subordinate to the president of the corporation. 
The three division freight agents of a typical steel manufactur- 


A number of industrial plants are organized with all depart- 
ments, excepting those handling corporate finances or other 
special phases of executive work, under the supervision of a 
general manager. A large canning plant has a traffic depart- 
ment organization after such a plan. The general manager su- 
pervises the work of the traffic department, which is headed by 
a traffic manager. Subordinate to the traffic manager is an 
assistant manager, a rate and a tariff clerk, a claim clerk, a 
clerk handling tracing and correspondence work, and two ste- 
nographers and typists. The traffic work in connection with 
warehousing and storage as well as plant switching service is 
also supervised by the traffic manager. 

Smaller traffic departments, so-called, are often found as 
subordinate bureaus attached variously to sales, purchasing, 
production, or other major departments in industrial organiza- 
tions. These “one man departments,” which, as a rule, handle 
only a few of the real functions of traffic management, can be 
considered only as departments in embryo. From nuclei such 
as these many large departments have grown, but they can 
hardly be considered as traffic departments in the sense_ that 
the term is ordinarily used. 


It is difficult and profitless to criticize the forms of exe- 
cutive control of traffic departments found in various industries. 
Conditions vary in different industrial establishments so as to 
give rise to various forms of organization. None of the forms 
of organization referred to here may be regarded as a model for 
all departments because the variations in conditions make abso- 
lute uniformity impossible. The test of the efficiency of any 
plan of organization and control is the functioning of the depart- 
ment as a part of the general organization without friction with 
other departments. If the department achieves the purpose for 
which it is organized without duplicating the work of other de- 
partments or leaving necessary work undone, the mode of organ- 
ization may be regarded as successful. If, however, these results 
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are not obtained, a change in policy as to organization and con- 
trol is advisable. The executive control of traffic department 
varies so that the only generalization possible is that the control 
ig usually vested by the managements of enterprises in those 
fitted by special training or inclination to handle the difficult 
task of supervisng the transportation and traffic interest of the 
industry and capable of helping in the formulation of a trans- 
portation policy to protect the best interests of the establish- 

nt. 
” Typical Industrial Traffic Organizations 

Although fashions vary considerably in the world of indus- 
trial traffic departments, there are four outstanding types of 
departmental organizations into which all industrial departments 
may be more or less definitely fitted. All existing departments 
that have come to the notice of the writer have certain ear- 
marks that bring out a resemblance to one or another of these 
general types. Although no two departmental organization 


plans may be precisely alike, yet the points in common are 
more numerous and noteworthy than the differences. So it is, 
then, that the four characteristic organizations outlined may be 
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tabulations are prepared for use of the department. Freight 
bills are checked, claims are presented for loss, damage, and 
overcharge, settlements are made with the carriers for freight 
charges, arangements are made for prepayment of outbound 
shipments, overdue shipments are traced, urgently needed ship- 
ments are expedited, and routes selected over which freight is 
to travel. 

Records are kept of inbound and outbound ¢arload and less 
carload shipments if the industry has its own siding or uses 
public team tracks and demurrage bills are checked against 
these records. 

Tariffs are obtained from the carriers or associations publish- 
ing them and arrangements are made to house the file properly. 

The routine clerical and stenographic work of such depart- 
ments is usually performed under the direct supervision of a 
chief clerk. In some instances the assistant traffic manager acts 
as the deputy of the traffic manager in his absence and performs 
also the work of supervising the routine clerical work of the 
department. If such is the case, the position of chief clerk is 
dispensed with. Other organizations have no stenographers 





Figure No. 3 


Said to be typical of the classes of traffic departments they 
represent. 

Proceeding from the simple to the more complex, the first 
types of industrial traffic department is the organization set 
up to handle all, or substantially all, of the important “non- 
physical” functions but none of the functions relating to the 
actual shipping or receiving of freight, nor local motor trans- 
portation to and from the plant, nor the management of local 
intra-plant switching services. 

The typical departments of this sort is an independent de- 
partment, reporting to a traffic manager. This administrative 
department head reports, in some cases, to the present, a vice- 
president, director, or other executive officer. of the corpora- 
tion, and, in other instances, to a manager of supply or distribu- 
tion, a general manager in charge of a group of departments, 
or other high administrative officer. The traffic manager is re- 
sponsible for the results accomplished by the department, for 
the maintenance of discipline, the fitting of the men to the work 
So as to obtain efficient performance of the work of the de- 
partment, and the preparation of traffic matters for presenta- 
tion before committees of the carriers and regulatory commis- 
sions. Rate quotations are obtained from transportation com- 
panies as needed and the information disseminated to the sales, 
purchasing, and other departments requiring such data. Rate 


attached directly to the department, but use staff stenographers 
alloted to the traffic department as required, but working as 
members of a general stenographic department. This plan 
has advantages in that the stenographic force of the entire 
establishment is kept uniformly busy, but has certain disad- 
vantages in traffic work, as in other technical work, because 
of the difficulty experienced by stenographers unless they are 
familiar with traffic terminology. 

A typical organization illustrating this mode of organiza- 
tion is outlined in Figure No. 3. This chart may be regarded as 
a composite picture of a number of industrial departments to 
be found in industrial establishments throughout the United 
States. 


LOCATION OF CARS 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, class I roads, as of November 15, issued 
by the car service division of the American Railway Association, 
showed the following: Eastern district, 92.3, as against 95.1 
a year ago; Allegheny, 103.2, as against 101.1 a year ago; Poca- 
hontas, 85.9, as against 84.2 a year ago; Southern, 96.9, as 
against 100.3 a year ago; Western, 103.2, as against 100.4 a year 
ago; all districts, 98.8, as against 98.4 a year ago; Canadian 
roads, 91.5, as against 91.7 a year ago. 















































OCEAN FREIGHT RATES 


The Trafic World New York Bureau 


The following rate changes have been made from North 
Atlantic ports to the United Kingdom and Irish Free States: 
present rate of 30 cents per box and 90 cents per barrel on ap- 
ples and pears ordinary stowage has been extended from De- 
cember 31 to August 30; evaporated apples in wood boxes not 
over 1.6 cubic feet, each 50 cents per 100; ¢itrus fruits in wood 
boxes not over 2.8 cubic feet, 75 cents per box; Gommion iion 
brackets 76 cents per 100; fish scrap atid mieal, in bags, 40 
cents; wire can keys 40 cents; pecans in shell 50 centS; pdta- 
toes in bags or barrels, 45 cents to March 31; lard it pails, tw6 
or more to crate, 50 cents; car cotiplers, sptings and yokes, $8 
per 2,240 pounds; spark plugs and X-ray apparatus, 60 cénts 
cubic foot; brass bars, over 50 pounds each, $5.50, and less than 
50 pounds, $8; brass sheets $12; forging in rough $7; skelp 
$5.50; zinc scrap $6.50. Latter per 2,240 pounds. 

New rates from the North Atlantic to the Cofitinent have 
been made as follows: open rates have been extended on provi- 
sions and canned goods to February 28; coke, in bulk or bags, 
dried fruit, oatmeal and oilcake to April 30; condénsed milk 
which is open until January 31 will thereafter take a rate of 
27.5 cents to Antwerp, Amsterdam and Rotterdam and 30 cents 
to Hamburg and Bremen. Ink in casks and drums is reduced 
70 and 75 cents to 50 cents Antwerp, Amsterdam and Rotter- 
dam and to 55 cents to Bremen and Hamburg. Raw cotton re- 
fuse on high density is 27.5 cents per 100 to the first three 
ports and 30 cents to the latter two, while standard compres- 
sion is 40 and 45 cents respectively. 

New rates from the North Atlantic to the West Coast of 
Italy, Genoa, Naples and Leghorn, are as follows: spiegel isen 
and spelter $6 and $5.50, brass and nickel screws $10 and $9, 
empty iron quicksilver flasks 6 cents and 5.5 cents each, on 
passenger and freight ships respectively. 

New rates to Brazil are as follows: barbed wire over 50 
cubic feet per ton to Rio and Santos $8.80 and $8, creosoted 
logs, piling and poles $13.50 and $12.25, on passenger and 
freight ships respectively. No surcharge on malt to Santos 
until March 31 and Rio until June 30. Tramp vessels carrying 
coal to Brazilian ports are attempting to get northbound car- 
goes such as coffee and are naming rates considerably below 
the market. 

New rates to the West Coast of South America (Chile, 
Ecuador, Peru and Bolivia), are as follows: boiler tubes, com- 
mon iron or wood handles and cotton linters are 45 cents per 
cubic foot or 80 cents per 100 pounds; foundry facings 35 cents 
cubic foot or 63 cents per 100 pounds. 

Changes in rates to Haiti, West Indies and Colombia in- 
clude: unmanufactured tobacco reduced from 45 cents to 30 
cents per cubic foot; gasoline 45 cents to 40 cents per case; 
rice advanced from 22 cents to 30 cents per 100 pounds. The 
Colombian Congress is expected to act favorably on the pro- 
posed reduction of about 50 per cent on the import duties on 
wheat flour, refined sugar, lard and cotton goods of the coarse 
grades. 

To Venezuela and Guiana there have been no rate changes 
except on spars and wood poles now 90 cents per running foot 
up to 35 feet and $1 over 35 feet. 

The Pacific Coast Committee of the U. S. Intercoastal Con- 
ference announces that in order to stabilize the movement of 
wool and mohair in grease the present rates will hold until 
August 31 next. 

The intercoastal eastbound freight movement has increased 
to such an extent that vessels are leaving San Francisco and 
other ports with capacity cargoes. This unexpected advance, 
according to C. O. Burgin, general freight agent of the Pacific 
Mail, is due to the fact that consumers in the East have been 
slow in buying, west coast products but are now placing delayed 
orders:- 

--. The West Coast of naty Conference, at-its regular meeting 
this week, decided that after January 1 its member lines will 
not accept the “sotto parenco” clauses in bills of lading, under 
which consignees are now permitted to take over shipments in 
their own lighters. This is said to cause too much delay. The 
conference, after February 1, will not accept letters of indemnity 
in place of clean bills of lading. 

A decrease of 15 cents in the through rate on canned sal- 
mon shipments from the Pacific Coast to Memphis and St. 
Louis is announced by the Luckenbach Line, effective imme- 
diately. 

A committee of five North Carolinians and five representa- 
tives of Baltimore has been named to make plans for establish- 
ment of steamship service between Baltimore, New Bern and 
Wilmington, N. C. The effort to restore water service is the 
result of alleged discrimination against North Carolina cities 
by the railroads. 

The Williams Steamship Company has announced its with- 
drawal, effective at once, from the United States Intercoastal 
Conference. Officials said, however, that they intended to main- 
tain the tariff rates as far as possible. At the time of writing 
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the effect of this action was problematical. A similar with. 
drawal by the American Hawaiian Line three years ago resulteg 
in a rate war that lasted for a year and a half. 

Officials of the Williams Line refused to discuss the matter 
except to say that they could not continue as members, “in view 
of the present manner in which the conference was functioning, " 
They added that they would continue to quote conference rates, 
less the usual differential for infrequent services of five per cent 
on commofities takitig a rate of 55 cents a 100 poutids and over 


JONES CONFERS ON BILL 


The Trafic World Washington Buréay 


Senatér Jones, of Washington, chairmaii of the Senate com: 
mérce committee, conferred with Présideitt Coolidge December 
6 on thie draftitig of a bill to carry into effect the President's 
recommendation that the operation of the govérnmetit’s mer: 
Ghant ships be placéd solely in the hands of the Fleet Cor. 
poration. 

The Président, it was understood, contemplates that the 
Shipping Board will retain its powers under section 7 of ttie 
merchant marine act relating to the determination by it of what 
steamship lines should be established and put in operation from 
the ports of the United States, and to the determination of the 
type, speed, size and other requirements of the vessels to be 
employed on such lines. 

Senator Jones said he was not certain that it would be pos- 
sible to get the proposed legislation through at the short ses- 
sion, but he indicated that an effort to pass the bill would be 
made. 

Shipping Board members apparently will not oppose the 
President’s recommendation. It is understood that some of them 
feel that if the President wishes such a separation of duties to 
be tried out that they should not interpose objection. The pro- 
posal, however, is expected to meet opposition in Congress from 
those members who do not favor “one-man” control of the fleet. 


SHIPPING BOARD INVESTIGATION 


The special House committee appointed to investigate the 
Shipping Board and Fleet Corporation résiimed hearings this 
week. James W. Boring, advertising manager of the Fleét Cor: 
poration, the first witness, told the committee that Fleet Cor- 
poration advertisements Were placed in publications solely on 
the basis of the value of a publiéation as an advertising meditim 
and that editorial comment of publications did not influence 
the action of the advertising department. 

Sidney Henry, vice-president of the Fleet Corporation in 
charge of finances, testifying before the House committee, op- 
posed operation of vessels to foreign ports where heavy losses 
were inevitable. He also said he did not think it would help 
the merchant marine if additional ships were put into service 
at a loss of from $20,000 to $30,000 a ship. A saving of from 
25 to 30 per cent has been effected by the new contracts that 
were substituted for the old MO4 managing agency agreements, 
he said. Mr. Henry believed that the present system of opera- 
tion was preferable to “direct government operation.” He con- 
tended it was not the policy of the Fleet Corporation to reduce 
continually the number of ships in operation, but indicated that 
if the appropriations to meet deficits were reduced each year, it 
would be necessary to reduce the number of ships in operation. 


O’CONNOR REPLIES TO CRITICS 


The Trafic World Washington Bureau 

Those opposed to a “national desire for a permanent mer- 
chant marine” refer to the losses incurred in operation of the 
government merchant marine but forget the profits the ships 
made in 1919 and 1920, Chairman O’Connor, of the Shipping 
Board, declared in an address, December 9, before the Na- 
tional Board of Steam Navigation in session in Washington 
Mr. O’Connor referred in his address to the position taken 
by the Chamber of Commerce of the United States with respect 
to government operation of the ships and to remarks made by 
Ira S. Campbell, counsel for the American Steamship Owners’ 
Association, in a recent address in New York. 

Chairman O’Connor declared that Congress—the majority of 
the people of the United States—had declared that the nation 
should develop a fleet of vessels carrying the flag of the 
United States and sufficient in size and number to handle at 
least half of the exports and imports of the country. When 
operation of the ships becomes profitable the board would 
have no trouble in selling them, he said, adding that the ships 
could be made profitable only by the support of all the American 
people and particularly by exporters and importers. He said 
many hundreds of exporters had written him that they would 
use the board’s ships when possible and that the business was 
showing that they were keeping their promises. Continuing, 
Chairman O’Connor said: 


Perhaps it has been forgotten that in the years 1919 and 1920, 
our ships were profitable and that we turned into the United States 
treasury many millions of dollars in profits. It has not been for- 
gotten that in subsequent years a congressional appropriation has 
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been necessary to carry out the national desire for, a permanent 
merctiant marine. People opposed to this national desire will not 
jet you forget our losses but will never remind you of our profits. 
Those opposed to our national desire are in favor of the national 
desire of some other nation. If we don’t get the ocean trade some- 
pody else will. That is self-evident. It is in the interest of other 
nations and in the interest of shippers under other flags to poison 
our own minds against maintaining a merchant marine of our own. 
A sentiment adverse to us if developed iti England or in Holland 
or in Japan or in Norway, does not injure us. That hostile senti- 
ment must be developed here or it will not have any effect and 
must be developed by American citizens who receive salaries from 
foreign ship owners or some profit from foreign shipping interests. 

A statement, therefore, of a material untruth with respect to 
our ships will always be a reason for me to state the truth and I 
shall continue this practice as long as I am chairman of the Shipping 
Bourd. A statement of a material untruth affecting ships costs this 
government in dollars; and the cost in dollars is in exact propor- 


POSITIONS WANTED OR OPEN 


WANTED—By man of excellent official and preliminary exper- 
fence itt executive, operating and accounting departments, position 
as assistafit to executive or in charge of an office or department. 
Good health, steady, reliable, family. Satisfactory references. Regu- 
larly employed, but could report immediately. Address Box 721, 
care The Traffic World, Chicago. 








WANTED—Industrial traffic men and railroad rate men, now 
employed, are earning large commissions during spare time leasing 
our Freight, Express and Parcel Post Rate Guides showing rates 
from the principal cities. Many testimonials from largest concerns. 
Selling experience unnecessary. Commission $12 per sale and up- 
wards. Selling outfit free. All correspondence strictly confidential. 
Getzler’s Guide, Inc. (Established 1913), Rochester, N. Y. 


ASSISTANT TRAFFIC MANAGER 


Thoroughly familiar rates all territories, must be capable 
rate and route shipments of various kinds merchandise to 


and from all points. In your reply state your age, edu- 
cation, religion, your present salary and give complete 
details relative to your experience. Excellent opportunity 
in large, rapidly growing company. Position in New 
York City. 


Box 725, care Traffic World, Chicago. 


FREIGHT RATE MAN 


Famillar rates all territories, capable reading tariffs 
—— and correctly, also able route shipments to and 
rom all points. In your reply state your age, education, 
religion, your present salary and give complete details 
relative to your experience. Excellent opportunity in 
large rapidly growing company. Position in New York 


City. 
Box 723, care Traffic World, Chicago. 
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JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications ; 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 





SOUTH BEND, IND. 
WARNER WAREHOUSE CO. 


WY) CS Tod oF Valoh 1-Mel cel a-t-4-Mr- vate Mm Di Esaa Loletateye! 
New York Central Siding -— Free Switching — Pool Cai 
Distribution — Negotiable Warehouse Receipts Issued 

Amer can Warehcusemen’'s Ass’! 
Members: < Cer V yusemen’s Club 
Am . of ¢ 
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Trucking — Distributing 
Forwarding 


LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


UNION | 
TRUCKING) 
COMPANY 


= 524 Eighth St. DETROIT 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Serving New York 

and Pennsylvania F; rom the H ub 
Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 


Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Served by Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 
ALBANY, WN. Y. | 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 





Kedney Warehouse Co. 


Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


Minneapolis—-St. Paul 


Merchandise Storage and Pool Car 
gogsettency: Distribution 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


2,000 CAR LOAD 
CAPACITY 























WE FIRMLY BELIEVE OURS IS 


The Best Business on Earth 


that of helping our fellow-man in his 
endeavor to improve himself 


The College of Advanced Traffic 


Transportation Building, Chicago 






offers you the Most Practical Course in Traffic 
Management ever put on the market. 


We train by using the actual tools of the trade, not by theory. 


R sident classes forming constantly. Resident training available 
by mail at any time. 
Write for our Blue Book or call Harrison 8650 
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tion to the magnitude of the untruth and the publicity which it 
receives. 

When an American opposes himself to the greatest good for the 
greatest number of Americans, he is looking for a greater good for 
a@ smaller number. I believe that to be a fair assertion. On account 
of the world trade conditions for the last four years over which we 
could exercise no control, our merchant marine, financially speaking, 
has been upon a stormy sea. Those, few in number but powerful 
in activity, who have wished for our destruction have been content 
to stand upon the shore breathing prayers for our failure and hoping 
that their prayers would be answered. But the storm is subsiding 
and our critics can plainly see that their prayers will not be an- 
swered and that we will not be destroyed unless they, the hostile 
critics, accomplish our destruction. 


They are, therefore, training their guns upon us, and the better 
the prospect of our success, the more guns will be brought to bear. 
It is our improved situation which is the cause of much of the 
criticism directed against the American merchant marine. A man 
may whisper something which he knows to be untrue hoping that 
some organization hearing the whisper will seize an amplifier and 
turn a private whisper into a shout to the nation. Let me illustrate: 

Some time ago, a group of prominent shipowners, whose counsel 
was sought by the Shipping Board, advised the Shipping Board to 
sell, scrap, or otherwise dispose of all its ships and get out of the 
business; and later these same shipowners appeared before the 
board and advised that in their opinion no private American owner 
could operate the ships. This was in effect advising our surrender 
to foreign ships, and yet Congress, speaking for the majority of 
the people of the United States, has declared that an American mer- 
chant marine should be established and developed for all times and 
has charged the Shipping Board with this duty. 

This expression from the American shipowners to the Shipping 
Board was what we might call a whisper. We will now listen to this 
whisper as amplified and broadcast by the United States Chamber 
of Commerce in a release given to the public press by its president 
on November 16, 1924. Dealing with the subject of merchant marine 
the Chamber of Commerce stated there is no justification for gov- 
ernment operation of ships for competitive purposes at a deficit, 
which is simply another way of repeating that we should sell the 
ships to foreigners or scrap them, because we know, the _ ship- 
owners know, and the president of the United States Chamber of 
Commerce ought to know that no American citizens under present 
conditions will buy any considerable number of our ships. The 
Chamber of Commerce says that present policies and the admin- 
istration of the merchant marine are not on a sound business basis 
calculated to promote the growth of the American merchant marine. 
I cordially invite the Chamber of Commerce or its president to 
point out what is wrong in our policies, and I have no doubt that 
our board will be glad to consider this criticism. Should, however, 
the recommendations of the Chamber of Commerce come in con- 
flict with the declaration of the United States Congress on the same 
subject, I am afraid that we will have to regard the statute and 
disregard the criticism. I can’t clearly comprehend whether the 
criticism is aimed at the patriotic purpose of Congress in passing 
the merchant marine acts of 1916 and 1920 or whether it is aimed 
at the Shipping Board for doing what Congress told us tq do. 
The Chamber of Commerce says that it is in favor of a subsidy to 
private individuals as against government ownership and operation 
in competition with private operation. Is the Chamber of Commerce 
able to indicate to us what private capital will take over the ships? 
If there is no such private capital available, will the Chamber of 
Commerce prefer to see ships built with American money operated 
under foreign flags and be available to foreign countries for trans- 
portation purposes in the event of war? 


I again ask the president of the Chamber of Commerce if he 
knows of any persons or any American companies who with private 
capital will take over our boats and operate them? And I ask him 
further if he does not know that as soon as a line of our boats was 
bought an bw on a foreign route by a private owner, that that line 
would immediately be put out of business by a combination of foreign 
ship owners who would cut the rates against that particular line 
and jack them up again as soon as that line was put out of 
business? 

I come now to another class of criticism, an illustration of which 
may be found in the recent published remarks of Mr. Ira S. Camp- 
bell, formerly admiralty counsel to the Shipping Board from May to 
September, 1918, at a salary of $7,000 a year from September, 1918, to 
August, 1919, he continued in the same capacity at a salary of one 
dollar a year. He then resigned and we now find him a member 
of a firm of admiralty lawyers in New York City numbering among 
it clients scme of the most powerful foreign steamship companies 
in the world. I give you this without comment, but experience has 
taught me that when a man makes a public utterance, there are 
two things which should be considered of nearly equal importance: 
First. What was said; Second. Who said it? 


Now you know who said it. Let us examine for a moment 
what was said. Mr. Campbell is reported as having said that no 
progress can be made toward inducing the American business man 
to put his money into ships in foreign trade unless, and until, this 
menace of government ownership is ended. 


I ask him to tell me what would happen to American ships at 
the present time if we discontinued our government operation? 
Does he know any American buyers who want to take our ships 
over? If he does not know any buyers, does he want us to i- 
ately discontinue and turn over the carrying of all American exports 
and all American imports to ships owned in foreign countries? I 
do not care who says to the contrary or where he says it. I assert 
that at the present time anybody who asks the United States gov- 
ernment to stop the operation of its ships is in reality asking for an 
Increased business for foreign owned ships. Mr. Campbell, from 
the nature of his former employment by the Shipping Board and 
his present employment as a lawyer, knows that what I say is true. 

I have stated that opposition to our development increases with 
the increased prospect of our success. I do not ask you to accept 
this statement without giving you the facts upon which I make it. 
Every one of you is an owner of our ships as much or more than 
myself. My official opinion should have no weight and can have no 
great weight unless it is supported by the unofficial opinion of the 
American citizens. A new comer in world trade, America is upon 
all the oceans in competition with nations in the carrying of our own 
commerce the ocean-going activities of which have been uninterrupted 
for centuries. 

In the year ending June 30, 1923, in maintaining an ocean trade 
route from the Pacific Coast to Hongkong. Yokahama and the East 
Indies, the United States has had to spend $1.22 for every dollar of 
receipts. But in the year ending June 30, 1924, we spent $1.02 for 
one dollar of receipts. Progress. 

In 1923 on the route from our Pacific Coast to Brazil, the Argen- 
tine Republic and other countries on the East Coast of South America 
it cost us $1.29 to secure one dollar of revenue, and in 1924 it cost us 
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98 cents to take in the same dollar. That is, on the same route we 


made two cents on the dollar instead of losing 29 cents, More 
progress. 


_ I do not want to worry you with figures, but since I have men- 
tioned two lines that are good, common honesty requires that I men- 
tion some that are not so good. 


From our Atlantic and Gulf ports to China, Japan and -the East 
Indies it cost us in 1923 $1.57 to produce one dollar of revenue. [py 
1924 it cost us $1.37 to obtain one dollar of revenue. This is prog- 
ress in the right direction but the goal of profit is still remote. 

In our Liverpool, Manchester and London trade it cost us in 
1923 $1.97 to earn one dollar of revenue, and it Gost us $1.92 in i994 
Progress, but very, very slow. The reasons are significant. It is in 
that territory in which United States operation meets the stoutest 
resistance. We are in competition with the most expert seafaring 
people in the world. They have had hundreds of years of uninter- 
rupted experience, but the important thing is this (and I say it in 
praise and not by way of criticism). 

British shipping, regardless of the political make-up of the Brit- 
ish Parliament has had through the centuries the unqualified, loyal 
and intelligent support not only of Parliament, but of every citizen 
in the United Kingdom. Importers, exporters, forwarders, insurance 
companies and bankers. have striven_constantly and intelligently to 
gain for ships carrying the Union Jack every possible commercial 
advantage and every ounce of cargo. Ships going out or ships com- 
ing home or ships that tramp from one remote country to another 
remote country have had the responsible backing of every energy in 
the British Empire. 

The greatest thing that I can ask from the American people is 
that they accord to the support of the Stars and Stripes upon the 
oceon one-half of the support which the Britishers give to the flag 
of the British Empire. No nation in the history of the world has 
relinguished to another nation the right to carry its ocean trade 
without paying most dearly for its lack of foresight. 

In the matter which I have discussed common sense and patriot- 
ism must march hand in hand and shoulder to shoulder. Our fate 
upon the ocean may be decided in the year or two to follow. I am 
not afraid of the results of foreign activity; the only thing that I 
do fear is American ignorance upon this subject. To dispel that 
ignorance whenever and wherever you can should be your constant 
endeavor, for every member of this audience can, he if so desires, 
be an effective — 2%! in this most important field, and I can- 
not tell you how mu I have appreciated the opportunity of talking 
to you upon this very pleasant occasion. 


PLUMMER ON MERCHANT MARINE 


Commissioner Plummer, vice-chairman of the Shipping 
Board, in an address December 11 before the Maine Society 
of New York at New York City, declared that, unless construc- 
tive legislation were obtained, making a privately owned mer- 
chant marine possible, it would be but a short time until Amer- 
ican ships would again cease to be an important factor in de- 
termining ocean rates and in facilitating advantageous handling 
of cargoes exported and imported by citizens of the United 
States. Mr. Plummer referred to the use of discriminating 
tonnage taxes in the early days of the country and the fact 
that the United States had a merchant marine under that 
system. He said American ships needed assistance similar to 
that given by the tariff to industries because of the higher cost 
of operation under the American flag than under foreign flags. 
He said he was not wedded to any particular form of equaliza- 
tion, but that the government was now spending twice as much 
annually on its merchant marine as would suffice to place 
privately owned American shipping on a permanent basis in 
our foreign trade. 

“One-half the best life of these ships already is gone,” 
said he. “Good business sense would suggest solving this prob- 
lem of our American merchant marine while these ships still 
remain a potential asset.” 

Chairman O’Connor, of the Shipping Board, delivered an 
address on the merchant marine before the Board of Trade 
and Transportation of New York December 10. He discussed 
“our national purpose to maintain an American merchant 
marine and to keep our ships from being crowded off the ocean.” 


TWO PLANS RECONCILED 


The Trafic World New York Bureau 

Differences of opinion on shipping policies, which resulted 
in a split in the Pacific Shipowners’ Association last summer, 
have now been reconciled to the point where the two factions 
are agreed on the basic principles, Cary W. Cook, president 
of the American Hawaiian Line, said in New York this week. 
He said that Capt. Robert Dollar, who was appointed chairman 
of a special committee to draft a plan representing the majority 
view, had accepted the Cook plan, as far as it goes, but believed 
that there should be additional legislation to remove the 50 
per cent duty on repairs, revision of the La Follette act, and 
other ineasures to eliminate handicaps on American vessels. 

“We shall have further talks when I return to the west 
coast,” Mr. Cook said, “and I am hopeful that we can reach a 
full agreement. My idea is that, if we can have the government 
shipping activities transferred to the Department of Commerce 
and end the competition with private lines, we can afford to take 
our chances on other laws. 

“IT pointed out to Capt. Dollar that if we tie this up with 
repeal of the ship repair tariff we will have the shipbuilders 
against us, and if we ask revision of the Seamen’s Act we will 
have the labor organizations on our backs.” 

Mr. Cook’ said that, in his belief, the regulatory powers of 
the Shipping Board were not so important that they could not 
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On the Mobawk Division of the 
New York Central Lines, one 
of the heaviest traffic routes in 
the world—four main tracks on 
the north side of the river and 
two on the south side. 


the New York Centr 


You own property, pay taxes, engage 
in productive work and do your part 
in promoting the prosperity of your 
community. These are privileges and 
duties of good citizenship. 


New York Central—‘‘an artificial per- 
son, created by the law’’—an associa- 
tion of individuals acting together’’— 
likewise owns property, pays taxes, 
engages in productive work and does 
its -:part in promoting the prosperity 
of thousands of communities. 

New York Central, an institution en- 
gaged in the public service, strives to 
be a good citizen and a good neighbor. 


It represents the cooperative effort of 
many thousands of workers and in- 
vestors. New York Central Lines 
carry one-tenth of the rail-borne com- 
merce of the nation; they pay more 
than $100,000 a day in taxes; they 
distribute more than $1,200,000 a day 
for wages and materials; they are 
making new capital outlays for im- 
provements averaging $50,000,000 a 
year. 


New York Central is a builder of 
national prosperity, whose destiny is 
bound up with that of half the 
country. 
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be handled in the Department of Commerce and that marine 
officials would find it easier to deal with one man than with a 
board of seven. 

The Cook bill, which he prepared several months ago, would 
bring about the speedy liquidation of the government fleet if 
private owners were unable to take over the services at the 
end of a year. The measure would extend special aid to fast 
passenger and mail ships available as naval auxiliaries, but 
would leave the cargo ships largely to the fate of circumstances. 

Mr. Cook said that he had no plans to discuss the matter 
with the American Steamship Owners’ Association. He ex- 
pected to return to San Francisco as soon as a decision had 
been reached on the bids for the new liner to be built for the 
Matson Line. 

In reply to a question concerning the plan of the New York 
Port Authority for equalization of through rail and water rates 
from the interior by way of all competing ports to foreign 
destinations, Mr. Cook said that was a matter requiring “serious 
consideration.” Interference with economic laws was dangerous 
and frequently disastrous, he added. 


NEW YORK SHIPPING DECLINES 


The Trafic World New York Bureau 

Entrances and clearances of vessels in the foreign trade 

at the port of New York in November showed a considerable 
decline from the previous month in both numbers and net ton- 


nage. The foreign trade entrances compared as follows: 
Oct. Nov. 
ND We GANG: cbse cccicsiacce vedsieeses din aia pageants »« 359 410 
I Sel, INES os Cavaditieccevecenencowmes whee eieceena eee 33 49 
ER ae ee RE Ee .. 392 459 


Of the November entrances at the port, 261 were under 
foreign flags and 131 American, compared with 320 foreign and 
139 American in October. Net tonnage of November entrances 
1,709,329 against 1,915,122 for October. 

Clearances in the foreign trade for the two months were as 
follows: 


Oct. Nov. 


WOOUGIS WIR CRPBO 6006 csccvcccccscecces ivneweecaswees 386 468 
Vessels in ballast ........... incgigha.teeMiMecie adie wee tareacd aan a 72 
Ee ee ee ae 456 540 


Of the Novembér clearances, 271 were under foreign flags 
and 185 American, compared with 347 foreign and 193 American 
in October. Net tonnage of November clearances was 1,921,088 
against 2,232,411 for October. 

Coastwise entrances for the month were: 
foreign, 43; total, 343; net tonnage, 969,692. 
coastwise trade were: 
net tonnage, 804,000. 


MARINE COMMITTEE’S REPORT 


The Trafic World Washington Bureau 


On authorization of President Coolidge, Secretary Hoover, 
as chairman of the President’s special committee on co-ordina- 
tion of rail and water facilities, made public, December 9, the 
report submitted to the President. The committee met De- 
cember 6, but members said then information as to the report 
would have to come from‘ the White House. The report sub- 
mitted to the President, signed by Secretary Hoover, follows: 


American, 300; 
Clearances in the 
American, 238; foreign, 26; total, 264; 


The committee appointed by you on co-ordination of rail and 
steamship activities has given prolonged consideration to the prob- 
lems presented to it, and has secured exhaustive examination of the 
questions involved, with the assistance of a sub-committee from the 
different departments and a special report by Mr. Stuart Daggett. 
At a meeting of the committee of this date it was resolved to place 
before you the following conclusions: 

1. Section 28 of the Merchant Marine Act of 1920. 

We support the statement in the Presidential message to Con- 
gress “that action under this section should be suspended until Con- 
gress can reconsider the entire question in the light of the experience 
that has been developed since its enactment.” 

2. Through Rail and Ocean Rates. 

Our export and import trade would be on a firmer basis if our 
exporters and importers, a large percentage of whom afre from 500 
to 1,000 miles fom the seaboard, could know in advance and with 
reasonable certainty how much the transportation costs on their 
goods to and from foreign markets will be. It is desirable that the 
Shipping Board should investigate the possibility of more systematic 
quotation of through rail and ocean rates. 

3. Operation of Steamships by Railways. 

There should be no hindrance to railways undertaking the exten- 
sion of their transportation systems by operation of overseas Ameri- 
can flag shipping. 

4. Uniform Through Export Bill of Lading. 

The use of this document, prescribed by the Interstate Commerce 
Commission to be used in connection with American flagships, should 
be encouraged and extended to all trades, and minor difficulties in 
connection with it should be adjusted to the end that more of our 
exports may find it advantageous to move in American ships. 

Package Car Service in Connection With American Ships. 

Both privately-owned and government-owned shipping lines should 
develop package car services in co-operation with our railroads, so 
that our shipping lines may get more of the high-revenue-producing 
cargo which would be attracted by such special facilities. 

‘ . Publication of Sailing Lists by the Interstate Commerce Com- 
mission. 

The monthly publication and distribution of sailing lists in the 
interior by the I. C. C. serves no useful purpose owing to the uncer- 
tainties and alterations of such sailings. This should be discontinued 
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as a useless waste of public money. Similar services by the railways 
and other agencies afford better facilities at the present time. j 

The members of the committee present and joining in this final 
recommendation were Chairman O’Connor of the Shipping Boarg 
Chairman Hall of the Interstate Commerce Commission, President 
Palmer of the Emergency Fleet Corporation, President Willard of the 
Baltimore & Ohio Railroad, and myself. Mr. A. G. Smith, ‘president 
of the American Ship Owners’ Association, was unavoidably absent 
It is not, therefore, right to consider him as committed to these ree. 
ommendations. ‘ 

We enclose a copy of the report made for the committee py 
Stuart Daggett, which contains a~large fund of information. ‘ 


INTERCOASTAL TRAFFIC 


Growth of intercoastal traffic via the Panama Canal is dis- 
closed in a statement issued by the Bureau of Research of the 
Shipping Board covering the fiscal year ended June 30, 1924, 
The statement, in part, follows: 


No foreign vessels are permitted to engage in intercoastal trade, 
but as late as 1922 the total number of United States vessels passing 
through the Panama Canal, in both -directions, was 1,195 and the 
total cargo tonnage carried was 4,950,000 tons, these totals including 
all cargoes carried by United States vessels through the Canal during 
that year in both foreign and intercoastal trades. The Bureau of 
Research records, which begin with January, 1923, indicate that in 
two years the number of vessels passing through the Canal in inter- 
coastal trade alone increased to 2,300 and that their aggregate cargo 
was 12,182,072 tons. From the Pacific coast to the Atlantic and Gulf 
coasts 9,703,397 tons were carried by 1,177 vessels, and 1,123 vessels 
cleared Atlantic and Gulf coast ports with 2,478,675 tons of cargo 
destined to Pacific coast cities. 

California petroleum is the outstanding product in the eastbound 
movement and constitutes more than 75 per cent of the total cargo 
tonnage eastbound. With this item set aside it is noted that the 
trade between the coasts is a well balanced one. The Pacific coast 
exchanges 1,400,000 tons of lumber and timber for approximately the 
same tonnage of Atlantic and Gulf coast iron and steel. Other Pa- 
cific coast products moved in large quantities are fruits, fish and 
copper. The westbound freights include, in addition to the iron and 
steel, substantial shipments of a wide range of manufactures, coal, 
sulphur, tin, and other commodities as appears in the following de- 
tail of the intercoastal traffic during the fiscal year: 


FROM PACIFIC COAST PORTS TO PACIFIC COAST PORTS 


Tons Tons 
I. Saint oto ealainbaeucned 13,372 Fish, meat and dairy 
PEE ete ese ace ardcacssaiesiore 116,689 Se! a ees ee 16,312 
Hides and skins......... 16470 Canned 0008... <..66.0000 21,504 
| hocngeivecin sce dp cuba - 16906 Vegetable O88... 6c ccccees 12,046 
TAY GHG FOCO. ccc cccvcce Ok Be eee eee 11,332 
SS 0 One anc nbeeierereien 50,740 Misc. fruit and _ veg. 
WUE ik <ceccuewsece 48,762 a 64,122 
De ee 283,435 Misc. textile products.... 44,945 
Misc. vegetable products. 61,627 Mise. wood products..... 33,224 
Cotten aM MiITS.....000 43.673 Paper products.......cccere 65,245 
EE OEE 11,389 i ee 92,572 
EE Bole vmndanes some eee 28,673 Petroleum products...... 34,760 
Timber, lumber and wood Building material (mar- 
eer 1,398,471 ble, stone, sand, lime, . 
Crude petroleum.......... 6,961,867 COMMER. ClO)e cc cvciceses 28,005 
Petroleum products...... $87:845 Glass and miPS......co.s.. 30,629 
Non-metallic minerals.... 16,099 Clays, earths and prod- 
Copper and nffrs........ 106,932 UCTS .ccccccccccosccsecs 24,029 
LORE GRE HITFS....0:<.....0c00% VS re ae a reer 53,152 
Mise. metals and mfrs... 10,233 Iron and steel and mfrs..1,040,850 
pO eee 18,771 Tron and steel pipe and . 
Chemicals and products, fittingS .............66- 343,365 
paint, explosives, etc... 29,879 TE. Sqr oon ma amen Veeie aoe e 66,738 
MEHISCEMAMCOUS 2... ccccccee 78,510 Mise. metals and mfrs... 23,880 
—_—— Machinery and misc. 
| ere ere cr 9,703,397 Ge ee See 66,129 


Motor vehicles and parts 8,799 


Drugs, chemicals and 
MUEMOOD. 5 csicase-oeeienes 109,668 

Miscellaneous .........0% 287,369 
NOOO ccntincdneses season 2,478,675 


THE MERCHANT MARINE 


The development of the American merchant marine was 
traced by Commissioner W. S. Hill, of the Shipping Board, in 
an address before the American Farm Bureau Federation in 
Chicago December 8. He discussed the importance of a mer- 
chant marine to the farmer. He said the American farmer 
should have American vessels in which to export his products. 


EXPORTING BY MAIL 


Exports of merchandise from the United States by parcel 
post and mail in the nine months ending September 30 are 
officially valued at $15,851,947, according to figures complied by 
the Department of Commerce. This covers only wholesale trade 
by parcel post as no returns are made for the several million 
mail packages in retail trade valued less than $25 each. 

Silk and silk wearing apparel lead the commodities in value 
shipped with $2,387,977; exports of leather and leather manu- 
factures amounted to $1,358,507; exports of cotton goods and 
cotton wearing apparel accounted for $1,238,287 of the total; 
optical goods exported were valued at $1,154,485. 

“The increasing value of our export trade by parcel post,” 
said Dr. Julius Klein, director of the Bureau of Foreign and 
Domestic Commerce, commenting on the figures, “evidences 
the passing of the old fallacy that a direct water route to the 
sea is the first requisite of foreign trade. Main street manu- 
facturers are now selling to the Antipodes.” 

Specialties form the bulk of shipments according to export 
declarations which show toy balloons, false teeth, pens, pencils, 





ra. 





| 
7 








December 18, 1924 


A new course in 
Traffic Management 


Written by the Book Review Editor of 
Shipper — Carrier 


ONE of the newest and 
most practical courses in 
Trafic Management ever 
prepared is now being of- 
fered by the International 
Correspondence Schools 
of Scranton. 


This course was writ- 
ten and compiled by Asa 
Colton, book review edi- 
tor of Shipper and Carrier 
and lecturer on Trade 
and Transportation at 
New York University—a man of wide experience 
and an acknowledged authority in this field. 


This course takes up the following subjects: 
Transportation of freight, preliminaries to shipping, 
packing and packages, freight classification, glos- 
sary of traffic terms, making of freight rates, rates 
in C. F. A. territory, freight tariffs, eastbound rates 
from C. F. A. territory, westbound rates to C. F. A. 
territory, trunk line and New England rates, rates 
in the Southeast, transcontinental rates, special ser- 
vices, tracing and claims, express and parcel post, 
regulation of commerce, shipping to Far East, ship- 
ping to Europe, procedure before regulating bodies, 
industrial traffic work, law of carriers, Canadian clas- 
sification and rates, shipping to South America, etc. 


13 Official Maps Furnished Free 
Thirteen large official Trafic Maps are given free 
as a part of the course. These maps are printed by 
the Central Freight Association and are the same 


maps that are used by big railroads and other busi- 
ness organizations. 


Write for Free Booklet 
We have just printed a 48-page 
TraFFic MANAGEMENT Booxk- 
LET which describes this course in 
detail. We shall gladly send you 
a copy free on request. You will 
find it very interesting, for it 
points the way to a better job 
and a larger salary. Just mail 
the coupon printed below. 





ASA COLTON 





INTERNATIONAL CORRESPONDENCE SCHOOLS 
Box 6724-D, Scranton, Penna. 


I 

I 

{ Please send me, without cost or obligation, a copy of your 48-page 
{ TRAFFIC MANAGEMENT BOOKLET, 
1 

4 
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Joint Service With 


HOULDER, WEIR & BOYD 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore New York Savannah 
Co, Dec. 16 Dec. 20 Dec. 24 
SHON, cccccccccccece Dec. 30 Jan. 3 Jan. 7 
PIE Me. cccccccoes Jan. 13 Jan. 17 Jan. 21 
er Jan. 27 Jan. 31 Feb. 4 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 


of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


Joint Service With 


HAMBURG-AMERICAN LINE 


NEW YORK TO HAMBURG 


tWESTPHALIA ....... ec. 18 TMOUNT CLAY........ Jan. 15 
*ALBERT BALLIN . ‘tee 27 tCLEVELAND ......... Jan. 22 
tTHURINGIA .......... Dec. 31 tWESTPHALIA ....... Jan. 29 
*DEUTSCHLAND ...... Jan. 8 


{Cabin and Third Class Passengers. *First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


KYPHISSIA (via Baltimore and Hampton Roads)......... Dee. 18 
WESTERWALD (via Baltimore and Hampton Roads)....Jan. 6 
MONTICELLO (via Baltimore and Hampton Roads)....... Jan. 20 
BALTIMORE TO BREMEN AND HAMBURG 
KYPHISSIA (via Hampton Roads)...........ceesseesesess Dec. 24 
WESTERWALD (via Hampton Roads)...........cs.eeee0. Jan. 13 
MONTICELLO (via Hampton Roads).........sseeceeeeees Jan. 27 
NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 
660 006.006. 0:00.60 00 6:0:00:60.000:060 60400 00008000008 Dec. 8 
EE er re Dec. 27 
CEE. 6. 00.cccwcocsuiccsseyes~seo-esdeusew wae seen Jan. 17 
SIE aio 00sec Chin cees pomwinnlnseeseen esses eus~weny Jan. 31 


NEW ORLEANS TO BREMEN AND HAMBURG 
PUREE 0d swiss cues conse squewcecion Second half of December 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 








General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 

CHICAGO, $27 South La Salle Street...... .--Phone Wabash 4891 
BRANCH OFFICES: 
PITTSBURGH..........000- ecccccecees- 4128 Jenkins Arcade Bldg. 
BVMAC ie cc ccccccccccetce 606.6000 Jee veveoeee 201 Mitchell Bldg. 
AGENTS: 

sis. asaseseie wie ean aiwiece ere lereipreeaten naa Mian antenna te John M. Born 
NS 0.6c:00.00000ccconceee's Dichmann, Wright & Pugh, Inc. 
ia caisarpcaininamalaiameaar’ :.C. H. Sprague & Son 
LOB ANGELES. ... cccccccccccccccccccccccccs Los Angeles 8.8. Co. 
NEW ORLEANS. ....ccccccccccccccsccccccccces Richard Meyer Co. 
errr Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA. .........eeeeeees Dichmann, Wright & Pugh, Inc. 
oo Columbia — Shipping Co. 
ee ccccedben Sudden & Christensen 
SAN FRANCISCO........ccecccecsvees -+e+-.Sudden & Christensen 
SAVANNAH. .cccccccccccccccce aneteget> onal M. J. Hogan & Ce. 


TACOMA.....-ccescccccccccecs eoscccccecces Sudden & Chris 
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needles, jewelry, pocket-books, rubber bands, books, watches 
and other small goods being shipped in large quantities. 
The following statement shows the value of the prin- 


cipal classes of exports by mail or parcel post during the first 
nine months of 1924: 


EXPORTS BY PARCEL POST, JANUARY TO SEPTEMBER, 1924 


i ee EI, WE (GI oon Sides 02sec si wediestcesiccdhees 2,387,977 
Cotton goods and cotton wearing apparel.........sccsceccoee 1,238,287 
MEE NEED 5 oti cde rete sees erate esen cease reece besooseusees 1,154,485 
ee ere er Terre eee 1,358,507 
Se EN nt ne ocaeeeeb bcc be edie s caloub uiesien ers 43,800 
a Gy Rn NO, 8, nce cncnscesiawnnesesanesoes 816,100 
Medicinal and pharmaceutical preparations..........eeeeeeees 686,276 
NN, ahs air 5 eee evar oaths wet Shia oar brah @iee ial a at etGl OAS 678,867 


Artificial silk manufactures 
Watches and parts of 
Fountain pens 
I ioe Ria ca dice Saal %, Wind aneCa euA Gh Nie erates Ae ee aR NmaS 
Wool wearing apparel 
Rubber manufactures 
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I: tediana a de il ae nea anand gle vatea mee koe eat Ae Ro Rae ae ee ’ 

ee ee re or ee ee 97,219 

ae GUTUGy Te OE COs. aon a. 0ik sth e00 hts or s6sied denencece 3,447,511 
BEE cosrnecnevestCesseesaeed coeds Cea sese terbeweseuseuudes 15,581,947 


RETURN OF SAIL SHIPS EXPECTED 


The Trafic World New York Bureau 

Possibility that sailing ships will again have their day after 
three generations of steam supremacy was expressed by Sir 
George Hunter, noted British shipbuilder, of the firm of Swan, 
Hunter & Wigham Richardson, in a talk at a luncheon of the 
Propeller Club. While he did not amplify his views on this 
subject, he remarked that “sailing ships and Diesel engines 
offer the best hope for prosperity in shipping.” 

His firm formerly built forty sailing vessels to one of steam, 
but in recent years this condition has been reversed, he said. 
Commenting on the development of the Flettner rotor ship, he 
said that, while it might have great possibilities, he did not 
fully understand it. 

The high cost of fuel oil, he added, had stimulated further 
efforts toward economy, particularly in the development of in- 
ternal combusion engines. His firm had abandoned the four 
cycle type of Diesel and was concentrating on the two-cycle, 
double acting engine, he said. The time will come when oil 
must be conserved, and if all vessels used this form of fuel 
on the same scale as the Majestic the present supply would 
not be sufficient, he declared. This statement followed a re- 
mark by Capt. Roger Williams, operating manager for the Inter- 
national Mercantile Marine Company, that the Majestic took 
on 7,500 tons of fuel oil on each trip to New York. 

Sir George said he had been visiting the United States for 
forty years and that his strongest impression of the country 
was its “abounding prosperity.” This he attributed in a large 
part to the wealth of natural resources, but remarked that some 
attributed it to prohibition. None gave the credit to the Ship- 
ping Board, however, he continued. Business depression in 
Great Britain was due to a great extent to poor conditions in 
shipbuilding and shipping, in his opinion. One of the most im- 


— needs there was for a reduction in the cost of coal, he 
said. 


OFFER FOR SHIPS 


The Shipping Board ‘has under consideration an offer from 
Mayor Rolph of San Francisco, representing interests desiring 
to engage in the shipping business, for the Pacific Australia 
Line and the Pacific Argentina Brazil Line, operated for the 
board by Swayne & Hoyt. Mr. Rolph conferred last week with 
Commissioner Lissner on the offer. The purchasers, under the 


offer, would guarantee to operate the lines for not less than five 
years. 


PROPOSES SALE OF SHIPS 


Chairman O’Connor, of the Shipping Board, in a statement 
December 7, said he would recommend that the board proceed 
immediately to dispose of 175 vessels out of a total of approxi- 
mately 400 tied-up vessels not required for the development 
of an American merchant marine. His statement follows: 


‘Some months ago I made a recommendation to the board that it 
proceed upon a scrapping program involving some of the 900 laid 
up steel vessels. It is my purpose to again have this matter called 
up for action of the board at an early meeting. 

The upkeep of these boats is expensive. There is constant de- 
preciation in property value. Of these vessels there are at least 400 
which under the most liberal calculations are not required in the 
promotion and maintenance of the American merchant marine. Of 
this latter number at least half are not suitable for use even if 
they were required. 

In other words, we aré spending a great amount of money an- 
nually in taking care of ships which will never be used in further- 
ance of the purposes of the board as laid down by Congress, and 
which are actually a menace by their mere existence in ficti- 
tiously crediting the market with surplus vessels, and therefore, af- 
fecting the sale of the balance. 
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I shall recommend that we immediately proceed with the sale of 
175 of the vessels which were placed in Class E of the report Made 
by the board’s fleet survey committee of which I was chairman and 
later to sell such others as may be determined upon. It seems to 
me there is no justification for continuing the expense of maintain. 
ing ships which can only be classed as surplus property—in this case 
surplus war material. The whole policy of the government has been 
in favor of disposing of surplus property as quickly as possible wher. 


ever it exists. I shall ask that these vessels be put on the market at 
once. 


CLARK DECLINES OFFER 


Edward T. Clark, personal secretary to President Coolidge 
has decided not to accept the offer of President Palmer of 
the Fleet Corporation of the place of assistant to the latter, it 
was announced at the White House. 


OCEAN-RAIL SILK SHIPMENTS 


“A study made by the Seattle office of the Fleet Corpora. 
tion, over a period of eighteen months, of the actual time re. 
quired to bring silk from Yokohama to New York via Shipping 
Board vessels, shows that from Yokohama to Seattle, the best 
time was made by S. S. President Grant, voyage 58, 8 days 23 
hours 10 minutes. Average time for first 6 months, 1924, 
was 9 days 20 hours 7 minutes,” the Fleet Corporation said in 
a statement. “This is all based on calendar time. 

“Seattle to Chicago, best time 60 hours 40 minutes, made 
by Northern Pacific, in connection with the C. M. & St. P., on 
silk from the President McKinley, voyage 66. The average cal- 
endar time, Seattle to Chicago, this year, was 68 hours 41 
minutes, while for 1923 the average was 74 hours 42 minutes. 

“Chicago to New York, best time, 22 hours 25 minutes, 
made by N. Y. C. on silk from the President McKinley, voy- 
age 66. 

“Average for 1923, 29 hours 18 minutes, while for the first 
six months this year, 25 hours 35 minutes. At transfers, av- 
erage time for 1924, 6 hours 50 minutes; for 1923, 10 hours 
59 minutes. Through calendar time, Yokohama to New York, 
best was 13 days 4 hours 50 minutes on silk from S. S. Presi- 
dent Jackson, voyage 60; average time for first six months this 
year, 14 days 2 hours 33 minutes, while for 1923 the average 
was 14 days 9 hours 59 minutes.” 


REPARATION TRIANGLE ARGUED 
The Trafic World Washington Bureau 


A reparation triangle was argued before the Commission 
December 4 and the following day, the question being whether 
manufacturers, wholesalers, or retailers of lumber interested 
in No. 13211, West Coast Lumberman’s Association vs. Abilene 
& Southern et al; No. 15147, Wm. Cameron & Co., Inc., vs. 
Abilene & Southern et al., No. 15214, Lumbermen’s Association 
of Texas vs. Abilene & Southern et al., and No. 15357, Wichita 
Board of Commerce vs. Atchison, Topeka & Santa Fe et al, 
should be awarded the reparation the Commission said was due 
those who paid what it found were unreasonable rates on 
lumber. The question of what rates should be prescribed, 
to certain groups of destination, was also discussed but the 
reparation question overshadowed the rate phase of the dis- 
cussion, the main rate question having been disposed of in the 
cases, which were re-opened, not only on rates but reparation 
as well. 

Attorneys who discussed the questions were W C. McCul- 
loch, for the West Coast Lumbermen; G. H. Zimmerman, for 
William Cameron & Co., Inc,; A. E. Bazan, for the Wichita 
organization; K. K. Gartner, for Pacific Coast Shippers, who 
claimed the reparation as owners of the lumber who had also 
paid the freight; H. E. Ketner, for the Oklahoma Traffic Asso- 
ciation, interested in the rates to be prescribed; C. E. Elmquist, 
for the Western Pine Manufacturers’ Association; F. H. Mohr, 
for the Forest Lumber Co.; George T. Bell, for the California 
White Pine Manufacturers; B. W. Scandrett, for the Northern 
Pacific and G. H. Muckley, for the Southern Pacific. The 
carriers were interested in showing the Commission that it 
should modify its order prescribing rates on which the repara- 
tion award was based. 

It was unofficially estimated that between $1,500,000 and 
$2,000,000 would have to be paid by the railroads, as reparation, 
if the Commission did not modify its orders. 


SUPREME COURT ACTION 


The Supreme Court of the United States this week trans- 
ferred to the United States Circuit Court of Appeals for the 
Fifth Circuit No. 423, Gulf, Colorado & Santa Fe Railway Com- 
pany vs. Texas & Pacific, and No. 295, F. A. Cocke vs. Mor- 
gan’s Louisiana & Texas Railroad & Steamship Company. No. 
423 involved a suit in which a lower court restrained the Gulf, 
Colorado & Santa Fe from constructing three miles of track 
from Hale station, near Dallas, Tex. No. 295 involved a suit 
seeking to collect reparation awarded by the Commission on 
a shipment of horses. The cases were held not to be properly 
before the court. 

The court dismissed No. 549, Thomas Kannellos vs. Great 
Northern, a personal injury case, because of want of jurisdiction. 
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|| PORT HOUSTON 


f Port Houston is a made-to-order port, created to give 
to shippers to the Great Southwest an all-water route 
direct to the Southwest’s railway center. 


From Houston seventeen railways radiate in all direc- 
tions, making Houston the natural and logical distrib- 
uting center for Texas, Oklahoma, Arkansas, Louisiana, 
Arizona, New Mexico and California. 
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Shipside rail connections, with the most modern wharf- 
age equipment, assure the speediest possible distribution 
to Southwestern points. 


re ee mt OO eS 3} 


Know more about Port Houston. The magazine, 
PORT HOUSTON, will gladly be mailed you free. 


Address 


DIRECTOR OF THE PORT, Fifth Floor Courthouse Bldg., Houston, Texas 
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Port Houston’s Shipside Warehouse 





Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

Floor level,—35 feet above mean low tide. 


With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
shipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE C0., Inc., HOUSTON, TEXAS 
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Wilbert A. Schumacher, newly elected president of the 
New York Traffic Club, was born at Galion, Ohio, December 
12, 1875, attended 
the public schools 
of that city and 
was graduated 
from the high 
school with first 
honors, class of 
1894, after which 
he taught school 
one year in his 
native city. Fol- 
lowing the close 
of school, he took 
a position as re- 
porter on a daily 
paper and worked 
in this capacity 
until December, 
1895, when he lo- 
cated in Chicago, 
taking a position 
in the accounting 
department of the 
Illinois Steel 
Company, which 
he held for two 
years, leaving to 
accept a_ clerk- 
ship in the trans- 
portation depart- 
ment of Armour 
and Company, 
Chicago. After 
remaining in Chi- 
cago four years, in which time he became manager of the 
transportation department at U. S. Yards, he was transferred 
to South Omaha in charge of the transportation department 
and as agent of the Armour Car Lines at that point. Remaining 
there four years, he was transferred to Kansas City, where he 
had charge of the transportation and order departments for 
a year and a half, and was then returned to Chicago and made 
assistant traffic manager. He remained in that position five 
years, during which time his principal duties had to do with 
the traffic and transportation problems of the subsidiary com- 
panies, such as fertilizer plants, tanneries, paper mills, phos- 
phate rock mining, etc. In December, 1911, he accepted the 
position of general traffic manager of the United Fruit Com- 
pany and the Fruit Dispatch Company and went to New York 
City, but in the latter part of 1912 the traffic departments were 
separately organized, and Mr. Schumacher took charge of the 
Fruit Dispatch Company’s traffic interests. On October 1, 1923, 
he was reappointed general traffic manager of the United Fruit 
Company Steamship Service and is also general traffic manager 
of the Revere Sugar Refinery, a subsidiary. Mr. Schumacher 
is also a member of the Traffic Club of New England, National 
Association of Freight Traffic Officers, National Freight Traffic 
Golf Association, Whitehall Club, and the New York Athletic 
Club. 
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R. J. Kintz, traffic manager for the Yukon Mill & Grain 
Company, Yukon, Okla., has been admitted to the practice of 
law by the Supreme Court of Oklahoma. 

W. A. Wilde, formerly assistant manager of the traffic 
department of the Louisville Board of Trade, has been made 
manager of the newly established traffic department of the Lex- 
ington Board of Trade. 


G. O. Herbert has been appointed supervisor of a newly 
opened department of the Missouri Pacific, which will provide 
shippers with information relative to movement of their ship- 
ments. It will be located at St. Louis and, temporarily, will 
involve only red ball shipments. Information to be provided 
will include the location and tracing of movement of red ball 
freight 

R. D. Schott has been appointed division freight agent of 
the New York Central at Youngstown, O. 

James Valentine has been appointed general agent of the 
Wichita Falls & Southern at Breckenridge, Tex. 

C. A. Maull has been made general agent of the Atlantic 
Coast Line at Miami, Fla. M. H. Dorsett has been appointed 
general agent at Palmetto, Fla., and P. A. McGinley has been 
made traveling freight agent at the same point. W. McG. 
Brooks has been made commercial agent at Miami, and G D. 
Williams has been appointed traveling freight agent at the same 
point. N. B. Camp has been appointed commercial agent at 
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West Palm Beach, and C. I. Allen, Jr., has been appointeg 
traveling freight agent at the same point. E. P. Johnson has 
been made commercial agent at Lake Wales; H. L. Sellers 
soliciting freight agent at Orland, and W. A. Murrell, soliciting 
freight agent at Tampa, Fla. 


DOINGS OF THE TRAFFIC CLUBS 


Twenty-four of the fifty-one member clubs of the Associateg 
Traffic Clubs of America have thus far ratified the platform of 
principles adopted by the delegates to the meeting of the aggo. 
ciation in Atlanta last October. No club has yet finally refuseg 
to ratify it. The New York club has temporarily tabled it, 
The Brooklyn club has approved it in principle, but made some 
changes in the section relating to the Labor Board. The Pitts. 
burgh Traffic Club, though not a member of the association, 


has adopted a resolution almost identical with the platform of 
the association. 








The Traffic Club of Chicago is making preparations for H 
its annual dinner at the La Salle Hotel, the evening of January 
15. R. E. M. Cowie, president of the American Railway Express 
Company, will be the principal speaker. Strickland Gilliland 
will be the humorist. There will be elaborate musical numbers, 
Mayor Dever is expected to make a few remarks. 





The Traffic Club of Wheeling will hold its December dinner 
meeting at the McClure Hotel December 16. G. T. Atkins, 
freight traffic manager of the M. K. T., and’ Jack Thompson, 
humorist, will be the speakers. 





The Traffic Club of Detroit will hold its first annual dinner 
at the Hotel Statler February 10. 





The Traffic Club of Cleveland will hold its bi-monthly meet- 
ing at the Hotel Cleveland December 15. The club will hold 
its annual dinner February 11. 





The Transportation Club of St. Paul held its weekly lunch. 
eon and meeting December 9. The Reverend T. E. Cullen, 


president of St. Thomas College, spoke on “The Creed of an 
American.” 





The Industrial Traffic Club of Portland, Ore., 
monthly dinner and meeting December 1. 
steamship lines were guests. 


held its 
The agents of the 





The Little Rock Traffic Club will hold its regular monthly 
meeting December 15. 





The Transportation Club of Louisville will hold a smoker 
at the Tyler Hotel December 16. T. C. Mapother, one of the 
members, will speak on “Reminiscences of a European Trip.” 





The Traffic Club of Minneapolis met at luncheon December 
11. H. W. Brown, president of the court of honor, Boy Scouts 
of America, was the speaker. The club has postponed its “Soo 


— Day” because of the illness of President Jeffrey of that 
road. 





The Traffic Club of South Bend met at luncheon December 
8 and elected the following officers: President, J. P. Stahr; 
vice-president, Grant Clapperton, afd secretary-treasurer, Glenn 
W. Orewiler. After the election there was discussion of the 
proposed eastern class rate investigation. 





The Bridgeport Traffic Association will hold its regular 
meeting December 15. There will be a lecture, illustrated by 


moving pictures and stereopticon slides, on the Grand Trunk 
system. 





The Traffic Club of Pittsburgh at a meeting held Monday, 
December 1, unanimously adopted the following resolution: 


‘The Traffic Club of Pittsburgh records itself in favor of the fol- 
lowing general princiules: 


We do not favor any legislation on transportation matters during 
the coming session of Congress. 

_ We believe in the continuation of the present public policy of 
Private ownership, under proper government regulation. 

We are opposed to any attempts at general readjustments of 
rates based upon political expediency or any unproved theory, and 
believe that such questions should be left entirely in the hands of 
the Interstate Commerce Commission, which has ably and faithfully 
safeguarded the interests of both the public and the carriers over 
a period of many years. With our belief that such questions should 
be left entirely in the hands of the Interstate Commerce Commission 
we are opposed to the features of the Hoch-Smith resolution or any 
Similar resolution. 

We believe that the present tentative valuation of the railroad 
properties by the Interstate Commerce Commission and the methods 
pursued by them in arriving at its valuation are substantially sound. 
and that this work should be continued by the Commission until 
completed. 

We further believe that the Fourth Section of the Act to Regu- 
late Commerce should be left as it is, with the Interstate Commerce 
Commission, which is charged with the duty of fostering both rail and 
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caowt anne: Ch r St. Ch arlen Accommodating Over 


Leading Hotels One Thousand Guests 
NEW ORLEANS 


Every Railroad Entering New Orleans Has Its City Office in the Hotel 





AMARILLO, TEXAS 


Merchants Produce Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


PHILADELPHIA, PA. be ie abl » 
> Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 


Members Philadelphia Chamber of Commerce 


“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, inc. 


DETROIT 

















DENVER, COLORADO ora 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 


1700 Sixteenth Street, DENVER, COLORADO 








FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage 
Private Track Nickel Plate R. R. Pool Car Distribution 
Write Us Your Requirements 


Petry Express & Storage Co. Inc 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 


Member American Warehousemen’s Association 





THE MOST COMPLETE 


S) Guide tor Shippers 


WHO WANT THE BEST 
Traffic Maps, Express Rates, 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 











BETWEEN ’ 
Parcel Post Rates, Complete 
Shipping Information fo : : 
ry Mn tyre Meo Philadelphia, Pa., and Houston, Tex. 
Post Shipments. SAILINGS: 
oe FROM PHILADELPHIA EVERY WEDNESDAY 
Se ee ae ee FROM HOUSTON......... EVERY TUESDAY 





Delivered to you on five day approval — Costs you nothing to investigate 
REPRESENTATIVES WANTED EVERYWHERE 


International Guide Publishing Co., Inc. 
805-807 Phoenix Building MINNEAPOLIS, MINN, 


Low Rates Quick Dispatch Thru Package Cars 









GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 





















For reliable warehousing and distribution 
service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 


CHICAGO, ILL. 


Location—Geographically in the heart 
of Chicago. Ground floor space for lease 


Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


S00 TERMINAL WAREHOUSE 


Storage and Distribution of 








MERCHANDISE in large or small blocks to desirable 
Without Cartage Charges tenants. 
Write to Us and Learn About Fire-Proof—40 Car Sidin g— 
“THE ECONOMICAL WAY” 


Free Switching 
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water transportation and empowered to grant departures from it. 
For this reason we are opposed to the principles of the Gooding bill 
or any bill of a similar nature. 

We believe that good may be accomplisched from proper consolida- 
tion of railroads, but that the wiser plan is to permit consolidations 
to be naturally brought about and approved by the railroads them- 
selves, if after proper hearings the Interstate Commerce Commission 
finds such consolidations to be in the public interest. 

We further believe that if the principle of a Railroad Labor Board 
is to be maintained, either the present or any similar body, that the 
public should be represented thereon, and we are firmly opposed to 
the adoption of the Howell-Barkley bill or any similar bill which de- 
prives the public of any representation whatsoever. 

We further recommend that a copy of this statement of principles 
be forwarded by the Club to our representatives in Congress, and that 


it be given promptly the proper amount of publicity in the newspapers 
and periodicals. 


The Traffic Club of Pittsburgh, with a membership of 750, 
its director of publicity says, “is composed of representatives, 
in about equal proportions, of the leading industrial and trans- 
portation interests in the Pittsburgh Disrict, which embraces 
the territory within a radius of 75 miles from the city of Pitts- 
burgh. This club, organized in 1903, was the first traffic club 
formed in the United States, its object being to promote harmoni- 
ous relations between industrial and carrier interests, which 
object, we believe, has been attained. Aside from being the oldest 
and one of the largest traffic clubs in the country, its members 
represent interests producing and transporting the largest ton- 
nage of any district of similar size in the world.” 


FINANCE APPLICATIONS 


The Buffalo, Rochester & Pittsburgh Railway Company and 
the Allegheny & Western Railway Company have asked the 
Commission for a certificate finding that public convenience 
and necessity require the acquisition by the Allegheny & West- 
ern and the operation by the Buffalo, Rochester & Pittsburgh 
of the Rural Valley railroad. The Rural Valley line extends 
from a connection with the Allegheny & Western at Echo, Pa., 
to the Margaret line in Armstrong county, Pennsylvania, a dis- 
tance of about 8 miles, with a branch from Yatesboro to a 
general store at what is known as Nu Mine, a distance of 
about 3.5 miles. The applicants said the Rural Valley served 
an area of bituminous coal land with an estimated recoverable 
coal content of about 200,000,000 tons, and that it also passed 
through a rich farming community. They said if they were 
permitted to acquire and operate the road, they could materially 
improve the service of the same as a common carrier. 

The Interstate Railroad Company, in a supplemental ap- 
plication, has asked for authority to issue $173,516.25 par value 
of capital stock to be sold for cash at not less than par, the 
proceeds to be used to reimburse the treasury of the company 
in connection with the construction of an extension. 

The Tampa & Gulf has applied for authority to issue $434,000 
of first mortgage bonds and sell them to the Seaboard Air Line 
or the public at not less than 80 per cent of par and use the 
proceeds in the reduction of its debt to the Seaboard. 

The Carolina & Western has asked for authority to issue 
$50,000 of its capital stock and sell it for cash at par the pro- 
ceeds to be used for the purchase of a private carrier railroad, 
six miles long, extending from St. Stephens to Hall, S. C., now 
owned by the Camp Manufacturing Company. It also asked for 
permission to operate that railroad in interstate commerce. 

The Chicago, Rock Island & Pacific has applied for author- 
ity to sell $1,000,000 of first and refunding mortgage bonds, the 
issue of which was heretofore authorized, at not less than 84%. 

The Maine Central has asked for authority to issue and 
sell $4,000,000 of first and refunding mortgage 5% per cent 
bonds to retire $3,123,000 of notes to the government and to 
reimburse the treasury for expenditures for retiring bonds of 
subsidiaries. It is proposed to sell $1,000,000 of the bonds to 
Kidder, Peabody & Co., at 97, and that firm has an option to 
buy the balance at the same price. 

The Norfolk & Western has asked for authority for an 


issue of $6,000,000 of 5 per cent equipment trust certificates 
to be sold at not less than 95%. 





UNCONTESTED FINANCE CASES 


The Commission has authorized the Illinois Central to 
assume obligation and liability in respect of $12,945,000 of equip- 
ment trust certificates, to be issued by the Bank of North Amer- 
y & Trust Company and sold for not less than 97% per cent 
of par. 

Approval has been given by the Commission to the proposal 
of the Great Northern to abandon part of a line in St. Louis 
county, extending from Olcott io Fermoy, Minn., a distance of 
approximately 20.5 miles. 

The Commission has authorized the Portland Terminal Com- 
pany to issue not exceeding $1,800,000 of first mortgage 5 per 
cent gold bonds for the purpose of retiring coupon notes; and 
the Main Central to assume obligation and liability as guarantor 
of such bonds. 

The Commission has approved a supplemental report in 
finance docket No. 2646, Chicago Great Western Securities, modi- 
fying a former order so as to authorize the exchange of bonds 
with individual holders thereof, and so as not to require the 
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cancellation of bonds not used by the applicant in acquiring the 
bonds of the Mason City & Fort Dodge company. 

The Louisiana & Arkansas has been authorized to issye. 
$80,000 of equipment notes to be sold at not less than par ang 
the proceeds used in the procurement of equipment. 

The Marianno & Blountstown Railroad Company has been 
authorized to operate a line of railroad in Calhoun county, Fla. 
extending from Scotts Ferry to Myron, a distance of one mile, ’ 

The Huntingdon & Broad Top Mountain Railroad & (Coa) 
Company has been authorized to issue $993,628.86 of promissory 
notes in liquidation of unfunded indebtedness. 

The Pittsburgh & West Virginia has been authorized to 
assume obligation and liability with respect to $3,000,000 of 
equipment trust certificates to be sold at not less than 97.109. 

An exchange of telephone properties by the Bell Telephone 
Company of Pennsylvania and the Kittanning Telephone Com. 
pany has been authorized by the Commission. 

The Commission has issued a certificate authorizing the 
Baltimore & Eastern Railroad Company to operate a line of 
railroad in Queen Anne’s, Carolina and Talbot counties, Mary. 
land. It has authorized the company to issue $216,500 of com- 
mon capital stock, consisting of 4,330 shares of the par value 
of $50 a share, the stock to be sold at par and the proceeds 
used in connection with the acquisition of property. The Balti- 
more, Chesapeake & Atlantic was authorized to acquire con- 
trol of the Baltimore & Eastern by purchase of capital stock. 

The Alabama Great Southern has been authorized to pro- 
cure authentication and delivery of not exceeding $500,000 of 
first consolidated mortgage 5 per cent gold bonds. 


AMENDS BOND AUTHORIZATION 


In a formal decision authorizing the Chicago Union Station 
Company to sell $850,000 of first mortgage 4% per cent bonds 
at not less than 925 per cent of par and accrued interest, the 
Commission withdrew a requirement that the bonds be sold by 
competitive bidding. The Commission said: 


By our order in this proceeding, entered March 10, 1924, we 
authorize $850,000 of Chicago Union Station Company first mortgage 
4% per cent bonds, series A, to be sold to the highest bidder after 
public advertisement for competitive bids. 

The Chicago Union Station Company has not yet sold these 
bonds and now seeks authority to sell them at not less than 925¢ per 
cent of par and accrued interest to the following bankers: Kuhn, 
Loeb & Company; Lee, Higginson & Company; Illinois Merchants 
Trust Company; the National City Company, and the First National 
Bank, of New York. On that basis the annual cost to the applicant 
will be approximately 4.93 per cent. 

It appears that the price at which it is proposed to sell the 
bonds is approximately the current market quotation for these bonds, 
which is, no doubt, as good a price as could be obtained by com- 
petitive bids. We shall therefore grant the authority sought. 


RATES ON SAND 


Hearing was begun in Docket 16281, Shanks & Gannon Con- 
struction Company, Watseka, Ill., against the C. C. C. & St. L. 
et al., involving the rates on sand from Lafayette, Ind., to Hos- 
pital and Manteno, Ill., before Examiner Knowlton, at Chicago, 
December 12. 

D. E. Lynch, secretary of the complainant concern, testified 
as to the bearing and payment of charges, and told how con- 
tracts were made. He said his company did road building on 
state contracts and that the freight rate material affected the 
bids it made. He also told of the movement of the shipments 
of sand involved, between April 20 and October 31, 1923. He 
said they went to Kankakee and then to the other two points, 
which were virtually located in South Kankakee. The rates 
charged were $1.01 and $1.09 a ton to Hospital and Manteno, 
while the rate to Kankakee was 76 cents. 

Persey Pierre, for the complainant, testified as to the geo- 
graphical location of the unloading point of the shipments, and 
introduced a map to show how the shipments moved over the 
Big Four, then over the Illinois Central south, and switch to 
what was formerly known as the Knickerbocker district. 


LOCOMOTIVE INSPECTION REPORT 


The Commission has issued the thirteenth annual report 
of the chief inspector of the Bureau of Locomotive Inspection 
for the fiscal year ended June 30, 1924. The report gives a 
synopsis, by railroads, of all accidents, showing the number of 
persons killed and injured due to failure of parts and appurten- 
ances of the locomotive and tender, including the boiler. 

In the year covered by the report there were 1,005 ac- 
cidents, 66 persons killed and 1,157 persons injured, as com- 
pared with 1,348 accidents, 72 persons killed and 1,560 persons 
injured in the preceding year. In the fiscal year ending June 
30, 1922, there were 622 accidents, 33 persons killed and 709 
injured. ; 

The percentage of locomotives found defective decreased 
from 65 per cent in 1923 to 53.4 per cent in 1924. The report 
said this showed an improvement in the condition of motive 
power in the year, but that it was below that in the year 1922, 
when 48 per cent of the locomotives inspected were found de- 
fective. The railway shopmen’s strike began July 1, 1922, 
the beginning of the fiscal year 1923, and motive power was 
seriously affected by this strike. 
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Careful attention to details and accurate work are 
necessary in any business. 
They are especially important in the handling of 


EXPORT BUSINESS 


With us this is backed up by the supervision of men 
who have been twenty years in the shipping business— 
railroad and steamship. 


A bonded expense statement on every shipment 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. DALTON 


DETROIT, MICH. 


American Elevator and Storage Co. 


Centrally located for Storage and Distri- 
bution of General Merchandise. Private 
siding. Direct connection with all rail- 
road lines serving Detroit. Low insur- 
ance rates. Correspondence solicited. 


5075 Grand River Avenue, Detroit, Mich. 





INDIANAPOLIS, IND. 





TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 





Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 
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FIREPROOF WAREHOUSE 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 


Merchants Southwest Fireproof Warehouse Company 
1 East Grand Avenue 


DENVER, COLORADO 





Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 










Consign via any Railroad into Denver 
Free Switching to Warehouse 





Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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CROW’S NEST PASS RATES 


The Trafic World Ottawa Bureau 

For two days this week the railways and the western prov- 

inces fought out before the Privy Council another battle in the 

Crow’s Nest campaign. There were many interests represented 

and the province of British Columbia represented a viewpoint 
different from that of the prairies. 


The principal argument for the appellants was made by J. 
A. Symington, K. C., representing the provinces of Manitoba, 
Saskatchewan and Alberta, who asked the Privy Council to 
override the decision of the Railway Commission which wiped 
out the Crow’s Nest Pass agreement. His argument before the 
Privy Council was made on constitutional ground, the legal 
aspecjfs being left to subsequent proceedings before the Supreme 
Court. He said Parliament had intended that the Crow’s Nest 
maximum rates should prevail, a matter which the government 
had made clear by its action in 1922 and subsequently. He 
drew the inference that, Parliament having intended one thing 
and the Railway Commission having done another, the latter 
had exceeded its authority and the government should assert 
the supremacy of Parliament. He asked for an expression from 
the Privy Council as to what the intention of the government 
actually was. 

He said his general position would remain unaffected by 
the decision of the Supreme Court on the questions submitted 
to it. If he could obtain a favorable answer from the Privy 
Council as to what was the government’s intention when the 
Crow’s Nest legislation had been passed, the legal and other 
questions would take care of themselves. 

He contended that the Railway Commission had set itself 
up against Parliament, which the government could not afford 
to allow. He said Parliament and the government had been 
flouted by the Railway Commission; that “the dignity of Par- 
liament was in the hands of the Privy Council; and if parlia- 
mentary dignity is not maintained, then, good-bye government!” 
Tracing the history of the legislation passed in 1897 in the 
railway act, he pointed out that the government had subsidized 
the building of the Crow’s Nest Pass line at the time when the 


maximum rate for commodities had been agreed on with the 
Canadian Pacific Railroad. Then he asked: 


Since when has the Board of Railway Commissioners become His 
Majesty the King in the right of the people of Canada? If this 
government conceded that the Board of Railway Commissioners is 


His Majesty the King in the right of the people of Canada, I have 
nothing more to say. 


The Crow’s Nest agreement could and should be changed 
only by the Parliament of Canada and the Canadian Pacific 
Railway, he said. The constitution by Parliament of a tribunal 
to regulate railway rates did not mean that Parliament had 
relinquished its own right to fix maximum rates. Parliament 
had always controlled maximum rates. In 1903, the year the 
Railway Commission was constituted, Parliament had passed 
an act that subsidized a western branch line of the Canadian 
Northern Railway on the understanding that the tolls charged 
be fixed by the Railway Commission but should not be higher 
than those agreed on by Parliament and the railway company. 
The Crow’s Nest agreement itself had been made by Parlia- 
ment and it was the duty of the executive to see that Parlia- 
ment was not defrauded. The Railway Commission itself had 
accepted the principle of parliamentary control in the fixing of 
maximum rates because, in 1917, when the 15 per cent increase 
was granted, the Commission pointed out that it had no power 
to increase rates on Crow’s Nest commodities above the rates 
provided for in the agreement. The only time the agreement 
had been over-ridden was in the advance in rates in 1918, but 
this was done under the war measures act. The only jurisdic- 
tion the Commission could have to change the Crow’s Nest 
agreement rates would be by amendment of the railway act 
giving it such power. The board itself had recognized this, he 
said, when it referred the matter to Parliament a year ago, and 
various members of the government had stated that Parliament 
alone could prevent the revival of the Crow rates. In 1922 an 
amendment proposing to give power to the Railway Commission 


to override the Crow’s Nest agreement had been decisively de- 
feated in the House. 


The second phase of Mr. Symington’s argument was that 
the only way to remove discrimination was to make the Crow’s 
Nest, rates applicable to all points. He said the railway act 
contained a clause setting forth that there should not be unjust 
discrimination between localities in railway rates. His clients 
considered they had two appeals, one on law to the Supreme 


Court and one on facts to the Privy Council, which they were 
now arguing. 


A representative of the cities of Saskatoon and Edmonton 
showed how the Crow’s Nest decision last summer, when the 
agreement was put in force again, had been interpreted by the 
railways to the disadvantage of those two cities. He urged the 
government that no action be taken that would reproduce such 
chaotic and farcical conditions as had followed its application. 

G. G. McGeer, representing British Columbia, said details of 
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rate-making should not be considered by the Privy Council, py 
that broad questions of principle should be. He was not sure 
that the interests he represented could be left to the Supreme 
Court when it came to an interpretation of the Crow’s Nest act. 
Law and justice were not always the same thing. The act haq 
not stated, except by inference, that grain moving from Alberta 
to the Pacific coast for shipment to Liverpool should receive the 
same rate as grain moving from Alberta to the east. Neither 
had it said that British Columbia fruit should get the same rate 
to the prairies that eastern fruit enjoyed. He contended that 
Parliament, in passing the Crow’s Nest act, had intended that 
it should be subject to the non-discrimination clauses in the 
general railway act and had no intention of discriminating 
against any section of Canada. If the matter went to the S»- 
preme Court, that body would look at the question from the 
point of view of law, and not in the light of anything that had 
been said by Parliament. 

“I submit,” he said, “that your powers are absolutely gu. 
preme and the theory that you should wait for the Supreme 
Court judgment is not a sound one. Equality of treatment is 
not a matter which should await the interpretation of the Su- 
preme Court. You are asked to decide whether or not your 
enactment is binding on the Railway Commission, and that 
body is directly subject to the review of the cabinet. 

He indicted the Canadian Pacific Railway severely. He 
said it had made a deliberate interpretation of the Crow’s Nest 
act that had created commercial chaos and rate discrimination, 
despite the Board of Railway Commissioners. “It was an act 
by a corporation grown indifferent to the laws of the land, 
and the Board of Railway Commissioners stood by and let it 
go on for months before calling a hearing last September. 
Some corporations had become so powerful as to consider 
themselves greater than the law and the country which had 
created them, and had imagined that they were a law unto 
themselves. That is exactly what has happened here. When 
railway companies can change the laws—the fabric upon which 
commerce has been built—it is a matter of general concern. 
The Canadian Pacific Railway is saying to you: ‘We want the 
endorsation of this government to make conditions so bad that 
the people will cry out for mercy and relieve us from our 
bargain.’ ”’ 

He emphasized the statement that the railway act provided 
that there must be no discrimination between localities. There- 
fore, equality of treatment should prevail at the hands of the 
transportation companies from the Atlantic to the Pacific. If 
the Crow’s Nest rates were not allowed and discrimination was 
permitted to exist, he said the spirit and feelings of the people 
of the west would receive a severe blow. It was the duty of 
the government to see that this did not occur. It was nota 
question in which the west “should be sent trailing through the 
courts.” It was a matter for government action. 

On the second day the arguments for the railways as well 
as for many boards of trade and other organizations were 
heard. E. Lafleur, counsel for the Canadian Railway Associa- 
tion, said there was nothing to warrant Mr. Symington’s asser- 
tion that the supremacy of Parliament had been questioned by 
the judgment of the Railway Commission. He said it was 
evident from the legislation creating the Railway Commission 
that the intention had been to endow it with the widest powers 
for the control of rates. He pointed out that the Canadian 
National had not been a party to the Crow’s Nest agreement, 
yet it had to meet Crow rates at competitive points. The rail- 
way act said the Railway Commission must fix rates “fair and 
reasonable,” but when the operating ratio had risen to 80 per 
cent and over it was not fair to apply rates made when the 
ratio was only 57 per cent. The action of the government in 
suspending the agreement as soon as it had been shown that 
rates were not reasonable to the railways, showed its intention. 
The powers of the Commission to control rates had been thor- 
oughly discussed at the last hearing before the Commission, and 
it had decided that it had the widest powers. If the Privy Council 
canceled the order of the Railway Commission, as it was being 
asked to do, it would still be up against the question of what 
were fair and reasonable rates and it would have to meet the 
criticism of creating another state of chaos. He doubted 
whether the council would be prepared to take the responsibility 
of deciding the questions at issue when the matter was pending 
before the Supreme Court. 


W. N. Tilley, representing the Canadian Pacific, of which 
he is also a director, went at length into the situation of the 
company with respect to the control of its rates from the time 
of its incorporation, claiming that the only way by which the 
government was able properly to exercise control was through 
such an instrument as the Crow’s Nest agreement. The Rail- 
way Commission has decided that its provisions had to be in- 
terpreted as they read. The railway act of 1903 placed the 
whole control of rates, so far as the company was éoncerned, 
under the Railway Commission, and no tolls were to be charged 
except those provided by that body. The rates in a tariff must 
come under the Commission, and it followed that the Crow’s 
Nest rates also went there. Questions vital to the whole issue 
Were now before the Supreme Court and there was no reason 
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COMMERCIAL 
WAREHOUSES 


SHIPSIDE 
WAREHOUSES 


CENTRAL 
DISTRIBUTING 
WAREHOUSES 


NEW ORLEANS 


A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 


SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
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ROCHESTER, N. Y. : 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°stss*«" 





METROPOLITAN WAREHOUSE COMPANY 


Incorporated 1924 
S. E. Cor. Sixth and Mill Streets 


LOS ANGELES, CALIFORNIA 


OPERATED IN CONJUNCTION WITH 


CALIFORNIA TRUCK COMPANY 
Incorporated 1884 
Six Story and Basement Reinforced Concrete Building 
10’x 375’ Containing 270,000 Square Feet 
Sprinkler System Throughout 
Exceptionally Low Insurance Rate 
Merchandise Storage 
Space Leased in Warehouse With Offices for Tenants 
Distribution of Pool Carloads 
Double Track Private Spur 
Reconditioning of Packages for Foreign Shipment 
Custom House Brokerage 
Drayage Service 
Located immediately adjacent to the Retail, Wholesale and 
Jobbing Districts an] to the Railroad Terminals. 
New Building ready for occupancy January 1, 1925 
For further particulars address 
P. O. BOX 570, ARCADE STATION 


LOS ANGELES, CALIFORNIA 
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why the Privy Council should deal with the issue in the mean- 
time. 

At all the discussions of the Crow’s Nest agreement hith- 
erto, the Canadian National Railways has had a representative 
present, but has taken little part in the discussion. At the 
present inquiry the position of that system was made clear. 
Alister Fraser, counsel for the road, said that, while it had 
not been a party to the agreement, it had had to meet Crow’s 
Nest rates at competitive points. They would entail consid- 
erable loss on the system and the increased deficits would have 
to come out of the pockets of the people. In 1919, rates on 
the Canadian National were placed under the control of the 
Railway Commission and it was the duty of that body to see 
that the road got rates that were fair and reasonable. If the 
government interfered now, the results might be disastrous. 

The viewpoint of the Maritime Provinces was presented by 
R. E. Finn, M. P. When the Crow’s Nest rates became effec- 
tive in 1897 little was known about them in the east and they 
were looked on as applying only to the west. Because, in 
1903, the general rate structure went below the Crow’s Nest 
level and so remained until 1917, the benefits that should accrue 
to the Maritime Provinces under the Crow’s Nest agreement 
were still invisible. This continued through the various phases 
of the act until July 7, of this year, when it again became 
effective. They then discovered that the Canadian Pacific had 
arbitrarily cut the Maritime Provinces off, making Megantic, 
in the province of Quebec, the eastern boundary of the ter- 
ritory in which the rates were to become effective. This had 
been done in the face of a specific provision that the rates 
should apply westbound from and including Fort William and all 
points east thereof on the company’s railway. That portion 
of the C. P. R. from St. John, N. B., to Megantic was cut out, 
and the percentage decreases in rates of from 10 to 33 per 
cent were not applied, which was a discrimination against the 
cordage, twine, iron and steel, paint, and other industries af- 
fected in the Maritime Provinces. This action on the part of 
the C. P. R. applied to the rate on eastbound traffic in grain, 
flour, etc., from west of Fort William to all points east as far 
as St. John. It should have meant a reduction in the grain 
rate of three cents a hundred bushels and, if it had been car- 
ried out, would have induced a flow of traffic to St. John. A 
further provision of the act was that the rates should apply 
on any line of railway throughout Canada operated, leased by, 
or owned by the C. P. R. In 1898 the C. P. R. had running 
rights into Halifax over the I. C. R. and, under a strict inter- 
pretation of the act, the reductions mentioned would have 
inured to the benefit of Halifax also. The application of the 
Crow’s Nest rates to the above territory by the C. P. R. would 
have been a further benefit, as it would have compelled the 
Canadian National to meet them, and would, thus, have given 


the Maritimes their share of the traffic of 38,000 miles of 
railway. 


The time was now ripe, he said, for a revision of the whole 
freight rate structure of the Dominion. He suggested that, in 
the interest of all of Canada, the government should allow the 
whole matter to remain in statu quo until the Supreme Court 
rendered a decision on the questions submitted to it on points 
of law and interpretation by the Railway Commission. When 
that decision was rendered, the C. P. R. would know its legal 
position, the government would know its position, and Parlia- 
ment would be apprised of the situation, both as to law and to 


facts, and would, in conjunction with the government, be able 
to render justice. 


Various other views representing various sections of the 
country were presented. The Associated Boards of Trade of 
Ontario said the Crow’s Nest rates had caused discrimination 
and hoped that nothing would be done to revive them. The 
Montreal Board of Trade presented a memorandum stating that 
it did not seek any advantage in railway rates for the east and 
Was opposed to any attempt to obtain special rate favors for 
any one section at the expense of any other. It did not see 
why an agreement should be forever binding on the parties 
thereto, regardless of the lapse of years and altered conditions. 
The general interest of the public and of the railways would be 
best served by granting to the Railway Commission full powers 
to establish and amend all railway rates in Canada. 


The western interests represented at the inquiry, including 
the governments of the three prairie provinces, were strong for 
the government restoring the Crow’s Nest rates. The feeling 
in the west over the matter is intense, and was, perhaps, not 
exaggerated by the speaker representing the Canadian Council 
of Agriculture, who said: “The alarm caused by the recent 
decision of the Railway Board was without parallel in the his- 
tory of the west. In our opinion, the thing to be considered is 
not that the C. P. R. should pay annual dividends of 10 per 
cent, but that no unfair and unjust burdens should be placed on 
the farmers.” He declared that the cancellation of the agree- 
ment whereby the C. P. R. acquired 25,000,000 acres of land 


years ago in the west would be just as fair as the abrogation 
of these rates. 


The government reserved its decision. When that decision 
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will be given is not known, but it is doubtful if it will be before 
the Supreme Court is heard on the points submitted to it, Which 
will not likely be until the session of that body in February 
The opinion in government circles is that the suggestion above 
mentioned in the speech of Mr. Finn, that the matter shoulg 
await the decision of the court and that the whole rate struc. 
ture of Canada should be revised on a broad general plan at 


one and the same time, is the course most likely to be adopteg 
by the Privy Council. 


CANADIAN CAR LOADINGS 


Car loadings for the week ended November 29 were 3,279 
cars less than for the previous week. Grain loading was lighter 
by 2,564 cars, all in the west. Coal was down 624 cars. Pulp. 
wood increased 513 cars. Compared with the corresponding 
week last year, grain loading was down 5,094 cars; forest prod- 
ucts were down 398 cars; but all other commodities showed in- 
creases. Merchandise increased 1,312 cars; miscellaneous 
freight, 627 cars, and coal 512 cars. The total showed a de 
crease of 2,251 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


TOTAL FOR CANADA 
-—For the Week Ended— 















































Nov. 29, Nov. 22, Dec. 1, 

Commodity 1924 1924 1923 
Grain and Grain Products..........e.. 15,229 17,793 20,323 
BOE GE. socceSeredeoneremecuskcewureens 5 3,20 2,85 
MN 5 ok sales as Goabirrece egcccval altel allalavaie Gu arids Oiweiaen Saar 7,831 8,455 7,319 
EN kdivicin neindvee eet dele gas eeesalesn ountiwedee 375 310 277 
ee RS OE TRE Mee ey rere 3,664 3,558 3,590 
DEE, cativinncanngaainaua cease caceuvees 1,545 1,032 1,372 
ee. RR ee rrr 2,089 2,106 1,976 
Other Forest Products. ccc cccvccvcccvcces 2,409 2,15 2,807 
MINI six. dralavareac ofa tim win Warmaaswa'welcineae Gord nwe oalemele 1,135 1,409 930 
eee, Be CO Bis caciecccccccscviess 15,612 15,690 14,300 
rrr er re 12,065 12,492 11,438 
"EUCRl CCH EGAGEE ocveviectwsvivosceses 64,936 68,206 67,187 
Total Cars Received from Connections 31,329 31,019 32,144 
Cumulative Totals to Date—1924........ 2,705,037 
Cumulative Totals to Date—1923........ 2,636,612 

EASTERN CANADA 
Grain and Grain Products........cccccces 3,744 3,591 4,558 
TS er ee 1,350 1,545 1,312 
NE Wiasanccascanwewonpeegeenedewaseacienede 2,782 3,433 4,176 
GN sinters 6 ceekadwadins c we elemimns sues Reet 317 286 245 
NE vce eangematiade ston osbe cemiasicetaae 2,846 2,724 2,774 
PE, dds: cas eeslednedesews caseewssieoe aide 1,501 988 1,346 
Ele SUE DOOSE cic devecessvccsecswsvrowes 1,910 1,925 1,892 
Other FOrest PregueiB.décciccicccwccscese 1,209 1,006 1,337 
WN eas saae view st arabe eeedsawd tts OF Some 564 870 615 
ST SE ee ee ene 11,471 11,476 10,548 
ee ee eer 9,426 10,035 9,317 
Otel Care TOGGNG ce ocsidecccieccsivce 37,120 37,879 38,015 
Total Cars Received from Connections 27,731 27,767 29,062 
WESTERN CANADA 

Grain and Grain Products. ..c.sccéccccce 11,485 14,202 15,765 
PE NEED | GGrewanerelodveiccmaewee Coe neers ,632 1,658 1,543 
MN Uae dn tone<aig soesie came neiesiaaciocca-deloee 5,049 5,022 3,143 
I | oa. tanscied clube uenenewasaeineiesesoeans 58 24 32 
EEE. c.ndeiccwss.qunbewe cowesweeeelnge sade 818 834 816 
PIE, cae camsadewadesecswesndelvecwee de 44 44 26 
i ee! ee rn ee 179 181 84 
Other Forest Products. .....ccccocsececes 1,200 1,152 1,470 
fo EE LE IE A OMEN 571 539 315 
meen, Ta €S. Biss cccccekcsectvsinnacde 4,141 4,214 3,757 
fn EA RRR eee ats q 2,457 2,221 
pe Be ee ee 27,816 30,327 29,172 
Total Cars Received from Connections 3,598 3,252 3,082 


CANADIAN DOLLAR CASE 


Judge Dickinson, in the federal court for the eastern dis- 
trict of Pennsylvania, sitting in equity, has dismissed No. 2487, 
New York and Pennsylvania Company, Armstrong, Forrest 
Company, Inc., and West Virginia Pulp and Paper Company Vs. 
James C. Davis, Director-General, and Pennsylvania Company, 
in which the complainants sought to recover the difference in 
the values of American and Canadian dollars which they paid 
for transportation between the United States and Canada while 
the Canadian dollar, in terms of the American dollar, was at a 
discount. They paid in American dollars, some one, other than 
the complainants getting the benefit of the difference. The dis- 
missal is based on the ground that the remedy, if any, lies in 
the hands of the legislative and not the judicial power. 

This suit and others similar to it was brought by Arthur 
B. Hayes in federal courts in Philadelphia, New York, Buffalo, 
and Albany. The case in the New York court, Mountain Lum- 
ber Co. et al. vs. Director-General et al., was argued last week. 

Judge Dickinson, in disposing of the case, had to go into @ 
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via the ideal route 


via Denver, the Pikes 
Peak Region, Royal 
Gorge, Colorado Rock- 
ies and Salt Lake City. 


via the Pacific North- 

The other west, a Colum- 
bia River, Tacoma, 

way Seattle, Spokane, Gla- 

cier Park, Yellowstone. 
This is the Burlington’s 6,000 mile Grand Circle 


Tour of the golden west—the finest rail journey 
in the world. 


Let us explain in detail some things you'll be 
glad to know about this trip. 


P. S. Eustis 
Passenger Traffic Manager 
547 W. Jackson Blvd. 
Chicago, Il. 


































NOTICE OF SALE 


OF 
Detroit, Bay City and Western Railroad 


Notice is hereby given that all the property of the Detroit, 
Bay City and Western Railroad Company, except cash in the 
Receiver’s hands. Receiver’s accounts and bills collectible, will 
be offered for public sale on December 17, 1924, on the prem- 
ises of the defendant Detroit, Bay City and Western Railroad 
Company, at the front entrance of the office building of said 
company located on the property of the company at the in- 
tersection of Johnson Street and the main line right-of-way 
in the City of Bay City, Michigan, at ten o’clock A. M., Cen- 
tral Standard time (being eleven o’clock A. M. Eastern Stand- 
ard time). 

_ Said sale will be conducted by William S. Sayres, Jr., Spe- 

cial Master in Chancery, under an order of the United States 
District Court in and for the Eastern District of Michigan, 
Northern Division, in the suit entitled First Trust and Savings 
Bank and Louis Boisot, vs. Detroit, Bay City and Western 
Railroad Company, et al. 

The following’ property will be offered for sale: 97 miles 
of standard gauge main line railroad, including right-of-way, 
between Bay City, Michigan, and Westover, Michigan, together 
with 14 miles of sidetracks, also station buildings, water towers 
and appurtenances, steel rail weighing 56 to 80 pounds per 
yard, and the following equipment: 7 steam locomotives, 34 
gondola cars, 1 box car, 2 flat cars, 3 work train cars, 6 ca- 
booses, 5 coaches, 3 combination baggage and smoking cars, 
2 express cars, miscellaneous track tools, shop machinery, shop 
buildings, telephone lines, 108 complete switches, and office 
equipment, etc. 

No bid accepted for said property as whole of less than 
$200,000.00, nor less than $2,500.00 per mile if sold in sections, 
nor less than $7,500.00 per mile for Bay City Terminals. 

All parties wishing to bid at this sale for any of the above 
described property must deposit with the Special Master, at 
least one hour before the time for sale, cash or a certified 
check or draft drawn on a bank ‘acceptable to him, in the 
sum of $5,000, to qualify as a bidder at said sale. 

All parties interested in this sale, and wishing further 
information in respect thereto, may obtain the same upon 
application to the undersigned. 


WILLIS H. OGBORN, Receiver, 
DETROIT, BAY CITY & WESTERN RAILROAD COMPANY, 
Bay City, Michigan 
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EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 





S. S. THOS. P. BEALE 


a ds de tiene . Dec. 13 
es a een eeree . Dec. 16 
Wow Work ........ sais dhik apiackaliianademaa Dec. 19 
Sailings every two weeks thereafter 
DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 





Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 


Munson Building, 67 Wall St., New York 





St. Louis, Pittsburgh, Baltimore 
ChStiiedeiphis, Mobile, New Orleans 





McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 





Mobile Oceanic Line 


U. S. Government Vessels 


LINER SERVICE 


FROM 


MOBILE PENSACOLA GULFPORT 


LONDON 


U.S.S.B. S.S. SACO, sailing from Pensacola December 31; 
sailing from Gulfport January 3; sailing from 
Mobile January 10. 


LIVERPOOL and MANCHESTER 


U.S.S.B. S.S. AFOUNDRIA, sailing from Gulfport 
December 19; sailing from Pensacola December 
22; sailing from Mobile December 31. 


LIVERPOOL 


U.S.S.B. S.S. MAIDEN CREEK, sailing from Mobile 
January 10. 


ROTTERDAM and HAMBURG 


U.S.S.B. S.S. WILDWOOD, sailing from Mobile Decem- 
ber 27; sailing from Pensacola December 31. 


Mobile Oceanic Line 
Operated for 


United States Shipping Board 


by Waterman S. S. Corp., Managing Operators 
Mobile, Ala. 


TERR where 
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field in which, so far as his opinion shows, he found no prior 
cases to shed light on his path. He said: 


This motion is urged on nine different grounds. The approach by 
which one not familiar with the business of interntaoinal freight 
shipments nor with its nomenclature must read the questions of law 
which arise, is doubtless painfully academic to those who know the 
subject. Notwithstanding this, there is no other mode of approach 
for the uninformed mind. 

The first act of Congress by which our monetary system was 
established provided that our ‘‘money of account’’ should be “ex- 
pressed” in words which by custom have been reduced to ‘‘dollars”’ 
and “‘cents.’’ Our laws have further given substance to the things 
for which these words stand by defining what is their nominal value. 

The Canadian law has similar provisions and it happens that 
their ‘‘money of account” is ‘“‘expressed’’ in the same words as our 


This controversy has grown out of the fact that there is not 
merely a difference but a daily varying difference between the com- 
mercial or exchangeable value of a Canadian dollar and a dollar 
of the United States. As our law has undertaken to regulate freight 
payments by prescribing that the charges must be fair and reason- 
able, all are agreed that the Commission alone can determine what 
the proper charge is and it is prescribed by a published tariff. 
When transportation is made partly over Canadian and partly over 
our territory, the charge is established, as we understand it, if the 
shipment goes under a through rate, by the ‘through rates being 
set out and contained in tariffs issued by the carriers operating in 
the Dominion of Canada, which said tariffs have been and are duly 
published and filed with the Board of Railway Commissioners for 
Canada and with the Interstate Commerce Commission of the 
United States.”’ 

This means, as we interpret it, that if a shipment originates in 
Canada and is transported by a Canadian carrier to the interna- 
tional boundary line and is then taken over by a United States 
carrier (or by two or more of them in succession) and transported 
to its destination in Pennsylvania, the consignee paying the freight 
would be informed what the lawful charge was. He would, however, 
be informed by the use of the words ‘dollars and cents” or equival- 
ent symbols and figures. It is clear enough that before he has a 
real knowledge of what he was doing he must learn whether the 
“dollars’’ in which he was to pay were Canadian dollars or our dol- 
lars. The laws of the respective countries would inform him of the 
difference, if there was any, in the nominal values of these dollars 
but the commercial or exchangeable value of each could be learned 
only through the exchanges and these values vary from day to day. 
Moreover, the shipper or consignee paying the freight is concerned 
only with the sum he pays, but the carriers are concerned not only 
with this sum but with its apportionment among the carriers. The 
practical fact stares us in the face that, under conditions in which 
Canadian money is of less exchangeable value than our own, if the 
shipper pays the freight in Canadian money he pays less than the 
consignee pays if he pays in our money. It is equally clear there 


would be a like gain or loss in the settlements between or among 
the carriers. 


As an administrative question, what should be done is affected 
by other considerations, among which is the effect upon shipments 
and the danger of the disruption of the relations of carriers with 
shippers and with each other now dealt with by a system which 
is the fruit of years of labor. The balancing of these interests calls 
for great nicety of adjustment. The Canadian Board has dealt 
with the problem but our Commission has not. The former has 
met the complaints, which were felt to be well founded, by as fairly 
as possible but arbitrarily fixing what the rate of exchange is and 
when the freight is prepaid in Canadian money to permit a sur- 
charge of an arbitrary percentage of the exchange thus determined. 
This additional charge, however, cannot be made if the freight is 
paid by the consignee in our money. 

We are thus, after this lengthy preamble, brought to the con- 
sideration of the bill and the ninth ground of dismissal. The de- 
fendants read the bill, as we read it, to aver as the sole cause of 
action (in the sense that the plaintiffs have no cause without this) 
that the defendants (one during one period and the other after- 
wards) unlawfully exacted payment of the tariff rates in money of 
the United States. It follows that if it was lawful for the defend- 
ants to have so done, the bill presents no cause of action. To 
make this entirely clear, there is no averment of the collection of a 
surcharge which could not lawfully be made when the tariff charges 


vere paid in our money. The challenge of the bill is made in these 
words: 


“The contract, tariff and regulations under which 
the shipments were transported must of necessity 
call for payment in American dollars.’”’ 


We see no way of escape from this conclusion. The laws of the 
United States make it lawful for the shipper or consignee to pay a 
prescribed sum of money and unlawful for the collecting carrier to 
exact more or to accept less. The sum to be thus paid and accepted 
is the sum set forth in published tariffs. This sum is expressed in 
words, directly or through conventional symbols. The words thus 
used are ‘‘dollars” and ‘“‘cents.’’ The sole question thus becomes 
what do these words mean? What is the thing called a “dollar” 
which is to be paid. The word is defined by law. The act of 1792 
already referred to in effect declares that our “‘money of account” 
shall ‘“‘be expressed in dollars or units, dimes or tenths, cents or 
hundredths and mills or thousandths’”’ etc. Usage has shortened this 
by the disuse of all except “dollars’’ and “cents.” This provision 
of the original act has never been changed. It is, of course, per- 
fectly obvious that these words are mere mords or mere verbiage 
or a mode of expression, but the words are words of the language 
of the United States and we must use these words whenever we 
express values in monetary terms when the money is the money of 
the United States. We say we must use these words because there 
are no others. Congress, by other provisions of the laws, took the 
word ‘dollars’ out of the domain of verbiage and gave it sub- 
stance and made of it the name of a substantial thing. What the 
thing is, of which a ‘dollar’ is the name, has varied from time to 
time and we now have dollars which differ in their form embodi- 
ment, but under our present laws, whatever the form, each one of 
these dollars is a thing which has the same commercial or ex- 
changeable value which a minted coin of 25.8 grains of gold 900 
fine has (or would have if there was one) in the marts of trade. 
When a freight tariff calls for the payment of one hundred dollars, 
we see no other thing which the carrier is to receive than what a 
ereditor would receive in payment of a hundred dollar debt. All this, 
of course, has the flavor of the hornbooks, but it goes to the vitals 
of the cause of action set up in the bill. 

In reaching the conclusion stated, we are not unmindful of an 
at least seeming dilemma. If the delivering and collecting carrier 
receives the published rates in money of the United States it is, 
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when it comes to settle with the other carriers, confronted with g 
difficulty. If it transmits the Canadian charges in Canadian money, 
retaining the balance, it receives more than it would receive if the 
two kinds of money were on a parity and more than the tari 
charges. If it transmits money of the United States, then the Can. 
adian carrier receives more than it would receive if there was ng 
difference in exchange and likewise more than the Canadian tariff, 
We also do not lose sight of the thought of the injustice which js 
always wrought when there is a shift in the exchangeable value 
of money. The limits of an opinion forbid us to follow the very 
interesting discussion in which counsel for plaintiffs has indulged, 

The remedy of the evil, if there be one, is however in the legis. 
lative and not the judicial hands. The fact is that the value of 
money is always in a state of flux and will be until some means 
has been devised to give it what is called “‘stability.”’ There is not 
only the variations recorded in the foreign exchanges but differences 
in exchangeable value at different times within the country issuing 
the money, evidenced by the figures which show the relation be- 
tween its exchangeable value and the value of other things or the 
general price level as contrasted with its debt paying value. In 
this sense forty dollars may discharge a hundred dollar debt at 
one time and one hundred dollars be required to pay a forty dollar 
loan at another. It may be due to what is commonly called a 
“depreciated currency” or the inability of a country to maintain 
the nominal value of its money. It may be due to natural causes 
which have affected the exchangeable value of that to which the 
value of the money has been referred. It may be due to changes 
in the law which establishes the nominal value of the money, 
Nothing is more common than the suspicion, however ill founded, 
that individuals possess and wield the power to work such changes 
at will and no one thing has called forth more bitter invectives. 
It is no fresh complaint. The prophet Amos of old called down 
maledictions upon the heads of those who made “the ephah small 
and the sheckel great.’’? The rate of foreign exchange may, on the 
other hand, be controlled wholly by the state of the trade between 
the two countries. In such case the difference would theoretically 
at least be measured by the cost of transporting gold in payment 
of trade balances. To whatever the difference may be due and 
whatever its extent, we do not see that the fact that the difference 
works advantage to one and disadvantage to another changes the 
necessity of paying charges prescribed by law in the money of the 
country. 

Counsel has likewise brought into the discussion by way of 
analogue the line of cases dealing with promises to pay in the 
money of one country when the promise is redeemed or is reduced 
to judgment in another. The attempt in all these cases is to make 
what is paid or the judgment which represents payment the equival- 
ent of what was promised. A law writer has collected all these cases 
and discussed them in a recent pamphlet. There is no uniformity 
in the rulings made except in the one feature that whatever is 
paid or the judgment which is rendered must be paid or the judg- 
ment expressed in the money language of the country or payment 
or suit. Of course, they all hold that the payment or judgment 
must be based upon the exchange values of the two moneys. This 
however is because foreign money is a commodity and a promise to 
pay it is a promise to deliver a commodity. It necessarily follows 
that in assessing damages for a default, the exchangeable value of 
what was not delivered must be found and translated in the money 
of account of the country in which the judgment is rendered. The 
question before us is the different question of what shall be paid 


when our law commands the payment to be made in our dollars. 
dollars. 


As this disposes of the case, there is no need to discuss the 
other grounds of demurrer. 


Following the usual practice, no decree is now made but a 


formal decree dismissing the bill for want of equity, with costs to 
defendants, may be submitted. 


CANADIAN PACIFIC EARNINGS. 


Traffic earnings of the Canadian Pacific for the ten days 
ended November 30 were $4,839,000—a decrease, compared with 
the same period last year, of $1,512,000, or 23.8 per cent. The 
earnings for the four weeks of the month were as follows: 


. Earnings Decrease 
WEE WHE neice deck enews ai ate Nass psi wvclahialanganarers $ 4,507,000 $ 890,000 
Second week ......... ei ecoraigrerarareie iSite weaxcaereoni 4,314,000 978,000 
MEM WRIOE, daivcaccc.ncarcieogiecieeviecsisinaieiwe sige -. 4,250,000 661,000 
PE EU hin ie cen nemccwnshwseeueudt eas ese- 4,839,000 1,512,000 

Total November .......... pishataducrararrere $17,910,000 $4,041,000 


Decrease, 18.4 per cent. 


CANADIAN GRAIN MOVEMENT 


Inspection returns issued by the Bureau of Statistics con- 
tinue to show that the volume of grain moved in the west is 
much below that of last year. The Canadian Pacific is han- 
dling the greater part of the grain moved from the prairies 
to Vancouver. In the three months ended with October the 
number of cars unloaded there was 3,195, divided as follows: 
C. P. R., 2,498; Canadian National, 697. That the all-rail move- 
ment of grain from the head of the lakes is light is shown from 
the figures for the period from August 1 to November 7, when 
only 3,727 bushels of wheat went that way. 





CANADIAN COAL SUBVENTION 


There have been 145,200 tons of coal shipped from Nova 
Scotia and New Brunswick to central Canada under the system 
of bounties to provide for freight charges, amounting to 50 
cents a ton, established by the government September 2. Of 
this, 28,000 tons have gone to Ontario and 117,200 to Quebec. 
The results of this subvention system are stated to have been 
the extension of the market for Maritime Province coal into 
Ontario as far west as Ottawa, and the widening of the market 
in Quebec to places at some distance from water transportation 
on the St. Lawrence. In practically every instance, an equiva- 
lent amount of United States coal has been diSplaced by Cana- 
dian coal, and the freight returns have accrued to Canadian 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
e and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 


Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone ae Green 7394 


Baltimore, Md. Pa. Pittsburgh, Pa. cago, Ih. 
39 South St. Drexel Bldg. Oliver Bldg. 333 S =. St. 
And at our Branch Offices at ports > call, etc. 


United Fruit Company 


General Offices, 131 State Street, Boston, Mass. 


STEAMSHIP SERVICES 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA ag 5 
rtagena 
es yy 0 Puerto Colombia 
Jamaica Outports Santa Marta 
COSTA RICA 
CANAL ZONE Port Limon 
Cristobal ALSO 
Ports of Guatemala 
PANAMA and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place New York, N. Y. 
321 St. Charles Street New Orleans, La. 
Long Wharf 

Sincnenntan Building 


Huff Shipping Agency San Francisco, Calif. 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfelk to Los Angeles 
San Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS | 


SANTA PAULA Demanar § 16 
*VENEZUELA December 26 
December 30 


Through bills of lading issued for transshi pagent at San Francisco to 
Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 


CISCO ‘LOS ANGELES 
*ECUADOR Eucuealiaer 18 December 20 
SANTA MALTA December 26 December 28 
*COLOMBIA January 7 January 9 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, Canal Zone, Havana (Eastbound). 


Fares to Les Angeles er San Francisco, First Class, $250, $278 and $300 


10 Hanover Su, New Yor! 








PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene 


S.S. SAN JUAN sails from San Francisco December 24 


S.S. CITY OF SAN FRANCISCO sails from San Francisco January 13 


PACIFIC MAIL S. 5. COMPANY 


508 California ated San Francisco 
&S Central Bldg., Los A — Calif 


g- TF Norfolk . Sou an Be & Stge.Co. 
Bldg. Cleveland a 


Pittsburgh 410 wea a Bldg. 


elphia 0 Bourse Bldg. 


Wile Del., ‘ates Terminal 


Only Steamers 
From New York 


Without Change 


December 17, 24, 31 
January 7, 14, 21, 28 


1035 miles by sea; sailing from New York 
every Wednesday—stopping a few hours for 
sightseeing at Charleston, S. C. Friday after- 
noon and due to arrive at Miami Sunday. 
By Returning—steamers leave Miami every 


Dire et Wednesday, calling at Jacksonville, Fla. on 
Thursday due to arrive at New York Sunday. 
Freight NEW OCEAN ROUTE 


and TO THE CITY OF MIAMI 


Modern oil-burning steamers with a wide range 
Passenger of accommodations. Passenger fare includes 
Steamers inside stateroom berth and all meals on 


steamer. Outside rooms, or bedroom suites 
with connecting private lavatory and shower 
bath, are available at varying extra fares 
according to room and location selected. 


Automobiles Carried 


Standara Passenger and Fast Freight Route 
to and from all points South and Southeast. 
For further information, sailing lists, deta‘led 


passenger and freight rates, etc., apply at any 
local tcket agency, or wr-te to 










felt, ..-] CLYDE LINE 


Pier 36 North River, New York 
D1 Pier 1, Ft. Liberty 114 S. E. First St., 
~ Jacksonville, Fla. Miami, Fla. 
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railways. No subvention is paid except at points where there 
is competition with United States coal, and unless the railways 
reduce their freight rates. The subvention may be paid at the 
rate of one-fifth of a cent per ton-mile, but the total amount 
paid on any shipment must not exceed fifty cents per ton. 
Representations have been made to the government by a large 
delegation to Ottawa from the Maritime Provinces this week 
that this rate should be increased to ‘seventy-five cents or a 
dollar, and the government now has this under consideration. 


HELL GATE BRIDGE HEARING 
The Trafic World New York Bureau 


The final hearing on the plan to compel the New York Con- 
necting Railway to open the .Hell Gate Bridge to the New 
York Central and other competitive lines on more reasonable 
terms was completed before the New York Port Authority De- 
cember 5 and the matter was taken under advisement before 
referring to the Interstate Commerce Commission, or deciding 
on other action. 

Representatives of the Pennsylvania, the Long Island and 
the New York, New Haven & Hartford argued that no railroad 
should be compelled to open a part of its property for the di- 
version of traffic to its own disadvantage. They said further 
that the proposal was unjust in that it would be a blow to 
private initiative and a discouragement to investors who would 
hesitate to put their money into improvements without assur- 
ance of protection. 

The contention of the Port Authority that the use of the 
bridge in broader terms is necessary to the public interest and 
that the attitude of the New York Connecting Railway has cre- 
ated a “grievous situation, crying for relief,” was put forward 
by Julius Henry Cohen and Wilbur La Roe, Jr., counsel for the 
Port Authority. 

The railroad attorneys opposed the application on the 
grounds that the $29,000,000 bridge and its approaches should 
be available chiefly to its owners and that if the New York 


Central obtained the right the preferential advantages of the 
route would be lost. 


The hearing was held before Chairman Julian A. Gregory, 
of the Port Authority, New York Commissioner Otto B. Shulhof 
and New Jersey Commissioner Schuyler Neilson Rice. 

“It has been contended,” said Mr. Cohen, “that it is not to 
the public interest that a bridge like the Hell Gate should be 
open to any other carriers than those that built it; in other 
words, the Pennsylvania and New Haven railroads, having built 
the bridge, are entitled to all the business for Long Island. But 
the economic necessities of this district are such that that prin- 
ciple of competitive use of rail facilities here cannot go on. 
The Interstate Commerce Commission found that was the diffi- 
culty when it considered the New York harbor case. The very 
purpose of the study by the two states and of the expenditure 
of the million dollars that it required was to bring about a 
change in this situation. If the carriers are to go on applying 
that principle, then New York is strangled and, henceforth, we 
shall get only such service as the carriers are willing to give 
and no more.” 

Mr. Cohen asserted that the situation grew out of a rate 
quarrel. Under government control, he explained, a rate of 
three cents a 100 pounds for hauling freight over the route was 
made. At the end of the control period the rate was increased 
to five cents and later to seven cents, but this was subsequently 
cut by the Commission to 6% cents. He said the Port Author- 
ity could recommend a further reduction to the Commission if 
the roads failed to reach an agreement. 

Mr. Cohen said further that Long Island City was one of 
the rapidly growing centers of the city and that the need for 
proper freight facilities would increase. Freight arriving over 
the New York Central must be floated around Manhattan from 
Spuyten Duyvil and Weehawken to Bay Ridge, which increased 
harbor congestion, he said. 

Mr. La Roe presented the technical and legal aspects of 
the case, and said he wondered whether there was another case 
in the history of railroading where a single line like the Long 
Island had monopolized and claimed the right to monopolize 
such a great industrial and commercial area as that of Brooklyn 
and Queens. 

H. W. Bickley, counsel for the Pennsylvania, stressed the 
point as to whether the question was actually one of rates, 
since the bridge was open to all willing to pay the charges 
demanded. If there was to be a revision of rates the proper 
body to settle the matter was the Commission and not the Port 
Authority, he said. On this point he said: 


No mandate lies open to the Port Authority to deprive any carrier 
of the benefits of its property. In an emergency, to be sure, as dur- 
ing the war, the terminal of one carrier may be given over to its 
competitors, but not as a permanent arrangement. Authority could 
indeed be granted by Congress or the State to take over the terminals 
but only with proper compensation. Two theories of Government have 
been much debated in the last two months and the people gave an 
answer last month as to which they preferred. 


A. G. Gardner, counsel for the Long Island, argued that the 
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use of the bridge by the New York Central would interfere 
with the movement of freight on the Long Island, in that th 
present traffic was chiefly northward and westward out of the 
Fresh Pond yards. He said further that car floats, as now useq 
by the New York Central, gave better service than by the Hey 
Gate Bridge. 

E. G. Buckland spoke against the proposition in behalf of 
the New Haven and the New York Connecting Railway. The 
New York Central was represented by J. Aronson, who saig 
that to allow the Central to use the Hell Gate route would phe 


to the advantage of the owner railroads through the additiona) 
revenue. 


CONTROL OF GULF COAST LINES 


The Trafic World Washington Bureay 


The Commission, in finance docket No. 4049, has author. 
ized the Missouri Pacific to acquire control of the Texas, New 
Orleans & Mexico, commonly known as the Gulf Coast Lines, 
in accordance with the plan submitted by it. At the same 
time, in docket No. 3478, it removed the condition placed py 
it when it authorized the Gulf Coast Lines to acquire the Inter. 
national Great Northern. That condition was that that author. 
ization should be subject to the disposition of the Missouri 
Pacific application. 

The Commission, with Commissioners Eastman, McManamy 
and Campbell, in dissents, severely criticized Kuhn, Loeb and 
Company and the brokers handling the stock acquisition for 
the exaction by them of fees totaling a million dollars or more, 


VAN SWERINGEN CONSOLIDATION 


The Trafic World New York Bureau 


Further progress toward completion of the Nickel Plate 
consolidation by the Van Sweringens was made this week when 
as a result of conferences between counsel for the Nickel Plate 
and a special committee of the Erie directors, headed by George 
F. Baker, virtual agreement was reached for the merger of these 
two systems. 

While the official statement issued after the meeting said 
only that the negotiations were “progressing satisfactorily,” it 
was learned that the last of the important objections to the 
lease terms had been eliminated. This was the opposition 
raised by the Erie directors and by other roads to the terms 
proposed for minority stockholders who did not care to surrender 
their holdings. It is said that the Van Sweringens have mod- 
ified their original proposals to satisfy the minority. 

With the acceptance by the Erie of the lease terms, it is 
believed that the way has been opened for a comparatively early 
execution of the whole merger plan. Discussions are expected 
to be renewed shortly with the Pere Marquette, where similar 
objections are to be overcome. 

Details of the new terms were not made public, but it was 
reported that they would be submitted at a meeting of the 
Erie Board later this week. 


The sub-committee of the Erie issued the following state- 
ment: 


The committee composed of George F. Baker, Grenville Kane, 
and L. F. Loree, who in behalf of the Erie, are working on the 
terms of the lease to cover operation of the Erie by the Nickel 
Plate, stated that negotiations are progressing favorably and 
that they hope to report to the Erie board soon. 


ACQUISITION OF LINE 


The Southern Pacific and the Galveston, Harrisburg & San 
Antonio have jointly applied for authority to acquire control 
of the San Antonio & Aransas Pass by purchase of its stock 
by the Southern Pacific and by lease to the G.H: & S. A. The 


Southern Pacific, which already controls the road, proposes to ° 


purchase 9,854 shares of a total of 10,000 shares outstanding 
for $236,560.50. 


CAR SURPLUS AND SHORTAGE 

The average daily surplus of freight cars in the period 
November 23-30, inclusive, was 183,914 cars, an increase of 
17,813 cars over the preceding period, while the ‘average daily 
shortage was 354 cars, according to the ear service division of 
the American Railway Association. 

The surplus was made up as follows: 
tilated box, 79; auto and furniture, 8,986; total box, 73,547; 
flat, 6,444; gondola, 35,960; hopper, 46,859; all coal, 82,819; 
coke, 2,536; S. D. stock, 8,907; D. D. stock, 1,773; refrigerator, 
6,455; tank, 134; miscellaneous, 1,299; total, 183,914. 

The shortage was made up of 166 box, 3 flat, 118 gondola, 
15 hopper, 10 S. D. stock, 10 D. D. stock, and 32 refrigerator 
cars. 

Canadian roads reported a surplus of 3,600 box, 2,300 flat, 


200 gondola, and 650 S. D. stock cars, and a shortage of 100 
refrigerator cars. 


Box, 64,482; ven- 


pecem | 


———— 


Pe pia nt vn leshinilles Ae 


ae rascal 


wecnasants 


De erage eoaaee = ee tide mm 










Bureay 
uthor. 

New 
Lines, 


ie ne a ee 





THE TRAFFIC WORLD 1339 





EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 

From New York Westbound Eastbound from San Francisco Los Angeles 
S.S. Manchuria Dec. 24 S.S. Finland Dec. 27 Dec. 29 
S.S. Kroonland Jan. 8 S.S. Manchuria Jan.17 Jan. 19 
S.S. Finland Jan. 22 S.S. Kroonland Jan.31 Feb. 2 

and regularly thereafter 


ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. ¥.C. 1 BROADWAY, N. Y.C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore—Chamber of Commerce Bids. 
Rochester—Ellwenger & Barry Bidg. 
_ West Coast Agents—Pacific Steamship Company 
' Los Angeles—San Francisco—Oakland—Portland—Seattle—Tacoma 





DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON—HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
Tee ee eon Se Perts te Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 
Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porte 
Rice, West Indies, Central America, South America, Europe 
Rates quoted, bookings and other information furnished upon application. 
THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. New York City 
























MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a oe oe Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 





Your warehousing and distribution 


M: r. M anuf acturer:- problems made easy in our Warehouses 
MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and ests of National Reporter 
System, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


In Reparation Proceeding, Decision of Commission Unappealed 
from is Conclusive: 

(Supreme Court of Pennsylvania.) Under Public Service 
Commission act (Pa. St. 1920; sec. 18057 et seq.), failure to 
appeal from decision of commission makes decision conclusive 
in subsequent proceeding for reparation, covering excessive 
charges demanded and paid—New York & Pennsylvania Co. 
vs. New York Cent. R. Co. et al., 126 A. Rep. 382. 

Failure to Appeal from Decision of Public Service Commission, 
Fixing Reasonable Rate, Waived Right to Review: 
Carriers’ failure to appeal, under Public Service Commis- 

sion act, art. 6, sec. 31 (Pa.) St. 1920, sec. 18193), and art. 4, 

sec. 17, as amended (Pa. St. 1920, sec. 18178), from order of 

commission fixing reasonable rates, waived right to review and 
debarred it from complaining reduction was made without ap- 
proval of Interstate Commerce Commission.—Ibid. 

Party Defending Before Competent Tribunal Bound by Decree, 
Unless Statutory Remedy Followed: 

Where party defends before tribunal competent to hear 
cause, on question either of law or fact, and decision is adverse, 
he must pursue statutory remedy for review, or he is bound.— 
Ibid. 

Appeal from Order of Public Service Commission Opens All 
Challenged Findings: 

Appeal to Superior Court from Order of Public Service 
Commission, fixing rates, opens all challenged findings.—Ibid. 
Order Directing Railroad to Establish Rates Held Final and 

Appealable: 

Order of state Public Service Commission, directing railroad 
to establish on one day’s notice, and within 30 days of service 
of order, rate for shipments of coal in intrastate commerce, 
made without any qualification and without suggestion that it 
was subject to approval of Interstate Commerce Commission, 
held final and appealable.—Ibid. 


Control of State Public Service Commission Over Intrastate 
Rates Became Effective After March 1, 1920, But After that 
Date State Commission Had Control: 

Local freight rates were in abeyance during federal control 
and, as far interstate commerce was concerned, were subject 
to control of Interstate Commerce Commission until September 
1, 1920, but after March 1, 1920, intrastate rates were subject 
to control of state public service commissions, without requir- 
ing approval of Interstate Commerce Commission.—Ibid. 


Prior to Transportation Act and Federal Control, Interstate 
Commerce Commission Had No Control Over Intrastate 
Rates: 


Prior to transportation act and federal control, Interstate 
Commerce Commission had no control over intrastate trans- 
portation or rates, except as their enforcement discriminated 
against interstate commerce.—lIbid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Libel for Failure to Properly Transport Shipment Must Inform 

Claimant of Nature of Damage: 

(District Court, E. D., New York.) Libel for failure to prop- 
erly transport shipment must inform claimant of nature of dam- 
age claimed to have been suffered.—The Mar Mediterraneo, 1 
Fed. Rep. (2d) 459. 

Libel Held Defective for Failure to Inform Claimant of Nature 
of Damages: 

Libel for failure to properly transport shipment, alleging 
that merchandise was not “in good order and condition as when 
shipped, but short, slack, and seriously injured and damaged by 
and through the negligence of the steamship,” held defective 
for failure to inform claimant of nature of damage.—Ibid. 
Libel Must Inform Claimant What Libelant Claims to Be Cause 

of Damage: 

Libel for failure to properly transport shipment need not 
inform claimant what occurred during the voyage, but must 
show what libelant will.claim to be cause of damage.—Ibid. 
Libel for Failure to Properly Transport Goods Held Not De- 
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fective for Failure to Show Compliance with Notice Clause 

in Bill of Lading: 

Libel for failure to properly transport shipment, recitip 
agreement of carriage and subsequent issuance of bill of lading 
was not defective for failure to show on its face either a com. 
pliance with notice clause in bill of lading or waiver thereof 
since contract arose before bill of lading was issue, and the 
— of lading was therefore merely a receipt for the goods — 

id. 
Bill of Lading, Issued After Contract of Carriage Was Entereg 

Into, Is Merely Receipt for Goods: 

Bill of lading issued after contract of carriage was eniered 
into, is merely a receipt for the goods to be transported.—Ibid. 
Libel Held Not Defective for Failure to Make Bill of Lading 

Part Thereof: 

Libel for failure to properly transport goods held not de. 
fective for failure to make bill of lading a part of the libel, 
where libelant did not rely upon the bill of lading.—Ibid. 
Nature of Bills of Lading Stated: ; 

(District Court, W. D., New York.) Bills of lading, em- 
bodying contract of transportation by water, are negotiable 
instruments, and import title of the specified commodity, and 
right of transfer or assignment.—Eastern S. S. Co. vs. 170,040 
50/60 Bushels of Wheat, etc.; Pioneer S. S. Co. vs.. 92,680 
Bushels of Wheat, etc., 1 Fed. Rep. (2d) 558. 

Vessel Liable for Injuries Caused by Violation of Bill of Lading;: 

Vessel is liable for injury caused by violation of conditions 
contained in bill of lading binding on vessel.—Ibid. 

Vessel May Assume that Unloading Will Occur Without Un. 
usual Delay: 

Ordinarily vessel may assume that goods will be accepted 
by care party on arrival, pursuant to arrangements between 
care party or owner or shipper, and generally that unloading 
will occur without unusual delay or detention, unless extraor- 
dinary conditions intervene.—Ibid. 

Contract of Affreightment Cannot Be Explained by Parol: 

Contract of affreightment cannot be explained by parol, 
unless question of good faith becomes important, or receipt is 
question involved.—Ibid. 

Evidence Held to Prove Custom as to Naming Care Parties: 

Evidence held to prove custom of port, pursuant to which 
care parties were named in bills of lading by prior arrangement 
with grain owner, either before loading, or, when no nomina- 


tion is made in billing, before or at time of arrival in port.— 
Ibid. 


Cargo Held Liable for Demurrage, Though No Negligence and 
No Demurrage Clause: 
Cargo held liable for demurrage on delay in unloading, 
where care party was named, though delay was caused by con- 


gestion at port, and though bill of lading contained no demur- 
rage clause.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
stem, published by West Publishing Co., St. Paul, Mian. 
Copyright by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


Showing that Shipment of Cattle Reached Destination on Reg- 
ular Schedule Not Conclusive on Question of Diligent Ship- 
ment; Reasonable Time for Transportation of Cattle for 
Jury: 4 
(Supreme Court of Oklahoma.) In an action against a 

common carrier to recover damages for negligent delay and 

rough handling in the interstate transportation of cattle, a 

showing that the cattle were moved in accordance with the 

regular schedule provided by the carrier for the movement of 
live stock, and that the cattle reached their destination within 
the time provided by such schedule, is not conclusive upon the 
question of whether or not the cattle received a reasonable 
movement under the circumstances, and, where there is testi- 
mony introduced tending to show that a longer time was con- 
sumed in moving the shipment than was necessary, the question 
as to what was a reasonable time for the transportation of 
the cattle then becomes a question of fact for the determination 
of the jury.—Chicago, R. I. & P. Ry. Co. vs. Simms et al., 229 
Pac. Rep. 638. 


Improper Handling and Delay in Transporting Cattle Held Ques- 
tions for Jury; Question of Reasonableness and of Excuse 
Made by Carrier for Delay in Interstate Shipment of Cattle 
Held for Jury: 

In an action against a common carrier to recover damages 
for negligent delay and rough handling in the interstate trans- 
portation of cattle, where the evidence reasonably tends to 
show improper handling, and that the carrier failed to transport 
the cattle within a reasonable time, it is sufficient to take the 
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MILLIONS OF FEET OF VIRGIN TIMBER 


ALONG 


THE CHESAPEAKE & OHIO RAILWAY 


Trend of modern manufactories is toward the source of the raw material supply. Attention of 
Lumbermen particularly is invited to the immense acreages of timber which line the right-of-way of 
the Chesapeake and Ohio. 

Hardwood producers will be especially interested in the vast forests that are rich in oak, ash, hickory 
and walnut in the western part of Virginia, West Virginia and Eastern Kentucky. Box shook manufacturers 
and others will find millions of feet of standing pine, poplar and gum on our Pensinsula Division, which 
runs through Eastern Virginia to Tidewater. 

Saw mills, planning mills, box shook and furniture factories and other allied industries will find it 
to their economical advantage to locate their plants in C. & O. territory. They will eliminate the double 
haul—a considerable item in this day of efficient production. By locating on the C. & O. Ry. they will 
equip themselves with adequate transportation facilities and competitive freight rate adjustments to large 
consuming territory. ' 

The Chesapeake and Ohio maintains an Agricultural and Industrial Department composed of trained 
and practical men whose duty it is to co-operate with manufacturers and farméfs in the territory served 
by this system. The services of these men may be obtained free of charge upon request. They are pre- 
pared to visit any community on our lines where they can be of assistance to lumbermen, other business 
men or farmers. 


Agricultural and Industrial Department 


THE CHESAPEAKE AND OHIO RAILWAY, Richmond, Virginia 


FID Nn O nerlin nae tland 
St. Paul — Ci 4" Berlin N.H. aes 
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Five Railroad Lines Out of Monroe 


We ship out of Monroe over five different Rail- routes and train service schedules to all principal 
roads, including four Trunk Lines having direct cities in the east and middle west. 







Corrugated, Solid Fibre . Write Dept. T for 
and Folding Paper Boxes §=—- CONSOLIDATED PAPER COMPANY Compete Information 
INDIANAPOLIS NEW YORE 
$02 Gee Dids. ne Wrice bids. MONROE, mediaset 508 Fidelity Trust Bldg. 39 Cortlandt Street 
BOSTON CHICAGO Branch Sales Offices: KANSAS CITY GLENFIELD, PA. 
80 Boylston Street 462 Wrigley Bidg. CLEVELAND-—R-808 Prospect 4th Eldg. 1401 E. 76th St. Terrace A Suburb of Pittsburgh 
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question of negligence to the jury, and the questions as to 
what is a reasonable time for the transportation of the cattle, 
and as to the reasonableness and sufficiency of the excuse which 
the carrier makes for its delay, and for the manner in which 
it handled the cattle, then become questions for the determina- 
tion of the jury under proper instructions from the court.—lIbid. 
Instruction to Prove and Refusal of Requested Instructions Held 

Not Erroneous: 

Record examined, and held, that the instructions given by 
the court to the jury fairly stated the law applicable to the 
case, and that the court committed no error in refusing to 
give the instructions requested by the defendant.—lIbid. 
Refusal of Amended Answer and Evidence to Controvert Evi- 

dence Admitted Outside the Scope of Petition Held Errone- 

ous: 

Where, in an action against a carrier to recover damages 
for the negligent delay and rough handling in the interstate 
transportation of cattle, the plaintiff was permitted to go out- 
side the scope of his petition and introduce testimony tending 
to show negligent and improper reloading of the cattle en route, 
after they had been removed from the train for feeding and 
rest, it was error for the trial court to refuse to permit the 
carrier to amend its answer during the trial and introduce in 
evidence the live stock contracts issued to the plaintiff, pur- 
suant to the act to regulate commerce, in order to controvert 
the evidence which the plaintiff was permitted to introduce upon 
the question of improper reloading, and to show that the im- 
proper reloading of the cattle was not due to its fault.—Ibid. 


LOSS OF OR INJURY TO GOODS 


Obligation of Express Company to Remit Money Collected on 

Cc. O. D. Shipments Not Common-Law Duty: 

(Supreme Court of North Carolina.) Collection of money 
from consignee upon delivery of goods is not a common-law 
duty of an express company, and obligation arises only from 
contract, express or implied, which the company may make 
or refuse at its option—Anthony et al. vs. American Express 
Co. et al., 124 S. E. Rep. 753. 


Burden on Express Company to Overcome Prima Facie Case 
of Shipper Suing for Money Collected on C. O. D. Shipment: 
Where plaintiff in action against express company showed 

delivery to defendant of C. O. D. shipment and failure of de- 
fendant to return goods or remit amount to be collected from 
consignee, the jury could infer that goods had been delivered 
to consignee, and burden was on defendant to meet and over- 
come prima facie case.—Ibid. 


Burden of Proof Rests Upon One to Show Fact Peculiarly 
Within His Knowledge: 

When particular fact necessary to be proved rests peculiarly 
within knowledge of one of parties, on him rests burden of 
proof.—lIbid. 

As Between Presumptions of Rightful Act and Wrongful Act, 
Jury May Infer Rightful Act: 

As between two presumptions, one of rightful act and other 
of wrongful act, jury may infer rightful act.—Ibid. 

Condition on Receipt Requiring Claims to Be Made in Writing 
Within Specified Time Inapplicable to. Claim for Money 
Collected on C. O. D. Shipment: 
Condition on express receipt that claims must be made in 

writing, within specified time, applies only to claims against 

express company arising out of breach of duty as common Car- 
rier, and not to claims for money collected on C. O. D. ship- 
ments and not remitted in accordance with special contract.— 

Ibid. 

Shipper’s Allegation of Loss Through Fire Caused by Carrier’s 
Negligence Relieved Defendant of Presumption of Negligence 
from Failure to Deliver: 

(Supreme Court of Oklahoma.) Where goods are delivered 
to a common carrier to be transported to another point, and 
while in transit they are destroyed by fire, and the bailor brings 
action for the value of the destroyed goods, and alleges the 
fire was occasioned by the negligence of the carrier, such alle- 
gation in the petition states a condition of fact which relieves 
the defendant of the presumption of negligence ordinarily aris- 
ing from a prima facie case of failure on the part of the carrier 
to deliver the goods in good condition.—Davis, Director-General 
of Railroads, vs. Rivers, 229 Pac. Rep. 571. 

Burden as to Proximate Cause on Shipper, Alleging Loss by Fire 
Through Carrier’s Negligence; Facts Necessary to Be 
Proved to Show Fire Caused by Carrier’s Negligence: 
Where the bailor delivers property to a common carrier, 

and action is brought to recover the value of the property, and 

plaintiff alleges the property was destroyed by fire caused by 
the negligence of the carrier, the negligence of the carrier, as 
the proximate cause of the loss of the property by fire, thus 
becomes the essential fact to recovery; and the burden of proof 
is upon the plaintiff in the action. It is incumbent on him to 
prove that the defendant had, by some act or omission, violated 
some duty, by reason of which the fire originated; or that some 
negligence or want of care, such as a prudent man would take 
under similar circumstances of his own property, caused or 
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permitted, or contributed to cause or permit, the fire by which 

the property was destroyed.—lIbid. 

Overruling Demurrer to Plaintiff's Evidence in Action for Logs 
of Goods Destroyed by Fire Held Erroneous: 

Where action is brought against a common carrier, to re. 
civer the value of goods alleged to have been destroyed by 
fire occasioned by the negligence of the defendant, and the 
plaintiff’s evidence wholly fails to prove any act of negligence 
or any fact from which an inference of defendant’s negligence 
can be reasonably drawn, it is error of the court to overrule 
the defendant’s demurrer to the evidence of the plaintiff —tpiq 
Instruction Held to Limit Recovery for Wetting of Shipment of 

Cotton to Damages Existing at Time of Delivery to Con. 

signee: 

(Supreme Court of Arkansas.) Instruction as modified, to. 
gether with court’s explanation thereof and reference to another 
given, in action for wetting of cotton while in carrier’s pos. 
session, held to limit recovery to damages existing at time of 
delivery of cotton to consignee, independent of any arising from 
the damaged part not being separated from the rest till later. 
—Missouri Pac. R. Co. vs. W. M. Smith & Co., 265 S. W. Rep. 64. 
Consignee Held to Only Ordinary Care to Minimize Damages 

from Wetting of Shipment in Carrier’s Possession: 

Only ordinary care is the measure of duty of a consignee 
of cotton to minimize damages from the wetting thereof while 
in the carrier’s possession.—Ibid. 

a, B Ascertaining Extent of Damage Did Not Defeat Lia- 

ility: 

If cotton damaged in carrier’s custody was afterwards prop- 
erly reconditioned, and the extent of the damage thus ascer- 
tained, liability was not defeated because it was not ascertained 
immediately upon delivery of the cotton.—Ibid. 

Liability for Wetting Cotton in Transit Unaffected by Price Be. 
ing Higher than When It Should Have Been Delivered: 
That market price of cotton when delivered to consignee 

is higher than it was when delivery should have been made 

does not affect carrier’s liability for damage to the cotton by 
the wetting thereof while in its possession.—Ibid. 


RAILWAY BUSINESS ASSOCIATION 


The Trafic World New York Bureau 
The annual meeting of the Railway Business Association 
was held Thursday. Resolutions were adopted urging further 
trial of section 15-a, of the transportation act, unamended; de 
ploring pressure on the Interstate Commerce Commission jn 
rate cases; favoring continuance of federal control over state- 
made regulations affecting railway rates and service; opposing 
compulsory consolidation of railways; insisting that the public 
should be represented in whatever agency for the adjustment 
of railway labor disputes Congress may maintain or create; 
opposing ratification of the twentieth or so-called “child labor” 
amendment of the federal Constitution; and urging a maximum 
income surtax rate not exceeding 15 per cent. 


Officers were elected as follows: President, Alba B. John- 
son, Philadelphia; vice-presidents, J. G. Platt, Boston; William 
E. Sharp, Chicago; S. L. Smith, Cleveland; Samuel M. Hastings, 
Chicago; B. L. Winchell, New York; E. M. Zelmder, Scranton; 
and J. M. Davis, New York; treasurer. P. Harvey Middleton, 
Philadelphia. 

President Johnson announced that only two changes would 
occur in the list of executive members who are appointed by 
the president and who, together with the president and vice- 
presidents, constitute the general executive committee—C. J. 
Symington, retiring vice-president, taking the place vacated by 
the promotion of Mr. Davis to a vice-presidency, and David W. 
Pye of New York, taking the place of A. Ceney of Milwaukee, 
resigned. The secretary, Frank W. Noxon, holds office during 
the pleasure of the general executive committee. 

At the dinner in the evening at the Hotel Commodore the 
speakers were: Samuel O. Dunn, editor of the Railway Age, 
United States Senator Selden P. Spencer of Missouri and James 
A. Emery, counsel for the National Association of Manufac- 
turers. 

Mr. Dunn said the railroads would be called on in 1925 to 
handle the largest increase in freight business since 1916. He 
said it would be necessary for the roads to install at least from 
2,500 to 2,700 new locomotives within the next year, which is 
about 600 more than the average number installed annually in 
the last ten years. 

Mr. Emery bade the association take courage from the 
voters’ rebuke to radicalism and from the new co-operation of 
shippers with the railroads. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Traffic Representatives Are Trained Men 


A trained personnel of traffic experts represents the Great Northern Rail- 
way in the cities named below, men whose wide experience and study have 
given them a thorough knowledge of the peculiar and sometimes intricate 
problems which confront shippers in every line of business. 

If you want information regarding export, import or domestic traffic, rates, 
routes, regulations, passing reports, tracing, reconsignment and diversion, 

through merchandise cars or freight schedules, he either has or can get for 
you quickly the information desired. 

He may be able to save you a considerable sum of money with details as to 
how you can route your shipments the quickest and most economical way. 
Then, too, he may be able to suggest new markets for your products. 


Call the Great Northern man. He is as near as your telephone. 


nae ig goes WASH., DALES. TEX., MILWAUKEE, WIS., 


Thompson, D. es: A., .H. Turner, S. W. Agt., E. A. Fradenburgh, Gen. Agt., 
212 Kulshan Bldg. 1013 S. W. Life Bldg. 810 Majestic Bldg. 
Phone 2111 Phone’ Y-5374 Phone Grand 1006 


NEW YORK CITY, N. Y., 
H. G. Dow, Asst. G. F. Agt., 
Woolworth Bldg. 
Phone Whitehall 5660 


Shhh ig ge PA. 
o Se Reigart, Com. Agt., 
214 Empire Bldg. 
Phone Smit ~ 1762-1763 


es ge eS 
F. G. Smith, “Soest Agt., 
409 Finance Bldg. 
Phone Rittenhouse 3275-6 


PORTLAND, ORE., 
W. E. Hunt, General Agent, 
201 Morgan Bldg. 
Phone Atwater 0931 


SAN FRANCISCO, CAL., 
A. icher, Generai?Agent, 
1009 Hearst Bidg. 
Phone Douglas 3892-J 


ST. LOUIS, MO., 
J. M. Sanford, General Agt., 


BILLINGS, MONT., 
J. F. Kelly, General Agent 
Phone 6871 


BOSTON, mease 
Chas H. Walker, General Agt. 

294 Washington at. 

Phone Congress 140 


BUFFALO, N. Y., 
A. cimiceett. 7 ¢. A. tats ty MINN., 
arl, General Agent, 


683 Ellicott Square. H. R. C 
428 W. Superior St. 
Phone Seneca 4166 Phone Melrose 118 


ee a ILL., KANSAS CITY, MO., 
T. J. Shea, Asst. G. F. A., w. J. Farrell, G. A. Frt. Dept., 
226 W. Adams St. 516 Railway Exch. Bldg. 
Phone State 6300 Phone Main 3852 


ees ge OHIO, LOS ANGELES, CAL., 
. Brinkman, General Agt., J. W. Phalon, D. F. & P 
609 Traction Bldg. 716 Cit. Nat’l. Bank Bide. 
Phone Main 249 Phone Vandike 8421 


CLEVELAND, OHIO, MINNEAPOLIS, MINN., 
Engel, General Aqass S.A. Volkman, G. A. F. Dept., 


Hippodrome Bldg. 534 Met. Life Bldg. 
Seams Chuves 1537 Phone Main 4130 


ST. PAUL, MINN., 
G. H. Smitton, Freight Traffic Manager. 


A. J. DICKINSON 
Passenger Traffic Manager 


sas MICH., 
. B. Clark, General Agent, 
619 Free Press Bldg. 
Phone Main 7270 
DES MOINES, IA., 
A. J. Cheeseman, T. F. A., 


425 Kraft Bldg. 
Phone Market 942 


Phone Olive 51 


HELENA, MONT., 


L. B. Woods, Assistant General 
Freight and Passenger Agent 


203 Boatmen’s Bank Bldg. 


ST. PAUL, MINN., 
Wallace D. oO’ Brien, G. A.F.D., 
Phone Interior 45303 
SEATTLE, WASH., 
H. W. Costigan, G. A. F. Dept., 
506 Alaska Bldg. 
Phone M 9800 
SIOUX CITY, IA. 
P. J. Donohue, 
516 Nebraska St. 
Phone Auto 4422, Bell 438 
ait a WASH., 
F. Pewters, General Agent, 
"Davenport Hotel. 
Phone M 887 
Leia ty ok WASH., 
. G. "Black, General Agent, 
108 So. Tenth St. 
Phone Main 1124 
TORONTO, ONT., 
H. E. Watkins, General Agt., 
202 Webster Bldg. 
Phone Adelaide 5818 
VANCOUVER, B. C., 
Edwin A. Dye, General Agent, 
607 Hastings St 
Phone Seymour 3386 
WINNIPEG, MAN., 
W.T. Hetherington, D.F.& P.A. 
226 Portage Ave. 
Phone A-6603, A-1123 


SEATTLE, WASH., 


M. J. Costello, 
Western Traffic Manag” 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 


Questions of Interest to Traffic Men 


ws 








WHAT BECOMES OF BILL OF LADING? 
Editor The Traffic World: 

I agree with E. G. Kirtly in his article in your edition of 
Nov. 22, “What becomes of bill of lading.’ We receive a great 
number of shipments that are sold delivered; also some on 
freight equalized basis. These invoices are generally dis- 
counted 10 days from date of invoice. As it is nearly impos- 
sible to secure the paid expense bills from our various yards 
in time to take the discount, it is necessary to estimate the 
amount of freight allowance. With no bill of lading on hand it 
is guess work how much to deduct. 

Another great source of delay is the securing of bills of 
lading from coal shippers. We have all our open cars of coal 
reweighed in transit, and invariably they are short, which neces- 
sitates the filing of claims. Although we have all of our orders 
stamped “Original B/L must accompany all invoices,’ yet we 
have to write shippers to furnish bill of lading and some of 
them several times. 

There is no question but that it would save shippers and 
receivers a good many- dollars every year to furnish this docu- 
ment at the time they mail the invoice. 

A. J. Pasewalk, Traffic Mer., 


Schoenehan Bros. Co. 
Harwarden, Ia., Nov. 28, 1924. 


EASTERN CLASS RATES 
Editor The Traffic World: 


In your issue of November 22, pages 1152 and 1154, under 
the heading “Eastern Class Rates,” you published a letter 
written by Alba B. Johnson. 

Commissioner Eastman was asked whether or not the 
letter of Mr. Johnson correctly outlined the position of the 
Commission with respect to the docket in question. 

As a result, it appears that Mr. Johnson sent Commissioner 
Eastman a copy of the letter in question, perhaps as an item 
of.information, and the Commissioner responded to Mr. John- 
son, pointing out that Mr. Johnson’s letter “contains certain 


inaccuracies in statement of facts’ which should, perhaps, be 
corrected. 


We don’t know whether you have seen the letter or not, 
but you have not published it, and, in view of what Mr. John- 
son stated, it seems to us that Commissioner Eastman’s reply 
should be given equal publicity. 

For your information we attach a copy of the Commis- 
sioner’s response to Mr. Johnson, and would say that we hold 
the authority of the Commissioner to make any public use of 
the letter deemed proper. 


It is transmitted for what it may be worth to you and I am 
instructed by the association to ask that if you find it consistent 
you publish it at an early date as a reply to Mr. Johnson’s 
letter, which was given publicity in the issue referred to. 


T. Noel Butler, Secretary, 
Commercial Traffic Managers of Philadelphia. 
Philadelphia, Pa., Dec. 6, 924. 


My dear Mr. Johnson: 


I thank you for your letter of November 5 and for sending me a 
copy of your letter of October 28 to a member of your association 
in regard to our Wastern Class Rate Investigation. The spirit and 
purpose of this letter I very heartily approve, but it contains certain 
inaccuracies in statement of facts to which I think that I ought to 
direct your attention. 

.Your letter states that the pending Eastern Class Rate Investi- 
gation came about directly as a result of a joint petition to the Com- 
mission by shippers and carriers, but in the first instance ‘originated 
with the Commission, which declared it would grant no more orders 
of relief under the long-and-short-haul clause until an adjustment of 
class rates had been effected.’’ The Commission has made no such 
declaration. The facts are that rates in official classifiation terri- 
tory contain many departures from the long-and-short-haul clause 
of the fourth section of the interstate commerce act, the majority 
of which have existed since 1911 and many of the remainder since 
1920. They should have been corrected long ago, but pressure of 
other matters ‘requiring the attention of the carriers and the Com- 
mission alike has made it impracticable to give them earlier con- 
sideration. Some months ago the Commission took up for disposi- 
tion the remaining fourth section applications of carriers in Official 
Classification Territory in so far as they covered class rates. At a 
public be eda held in the usual manner, the carriers indicated that 
they had no defense to offer for the fourth section departures exist- 
ing in the present rates, as they did not desire to continue those 
rates but expected to readjust them and apply later for such relief 
as might be required to make that readjustment effective. The Com- 
mission thereupon denied all outstanding fourth section relief with 
respect to class rates in that territory, making the date of its order 
effective sufficiently in the future to afford time to make the neces- 
sary readjustment in an orderly manner and without unnecessary 
disturbance to business. 


The problem was then presented as to the most satisfactory 
procedure to accomplish the desired end. After conferences among 
themselves, carriers and shippers joined in a petition that the Com- 
mission institute an investigation into the situation, the carriers to 
bring forward proposals as to the manner in which the readjustment 
should be accomplished prior to the hearings. The Commission acted 
favorably upon this petition and instituted the pending investigation, 
Docket No. 15879. 

Your letter also states that the readjustment “is required by 
the Commission in pursuance of its legal duty, as it conceives this, 
to abate what the Commission regards as discriminations—(1) the 
class rates being lower in New England and in central freight asso- 
ciation territory than in the trunk line territory between them; (2) 
the four upper classes bearing what the Commission deems too small 
a proportion of the cost of transportation and the two lower classes 
too large; and (3) there being necessary adjustment at trunk line 
western termini to bring the whole regional rate structure into har- 
mae 7s. 2 OK 

These are not accurate statements of the Commission’s position. 
As noted above, it has required by fourth section order that the 
existing departures from the provisions of the fourth section of the 
act be corrected. Further than this it has made no announcement 
of its views with respect to any particular feature of the situation. 
It has not expressed any opinion that the class rates are lower in 
New England and in central freight association than in trunk line 
territory; it has not said that the four upper classes bear too small 
a proportion of the cost of transportation and®*the lower classes too 
large; nor has it said that there should be readjustments at trunk 
line western termini. All that it has done is to call to the attention 
of the carriers and shippers the fact that the existing rates are not 
only at variance with the fourth section of the act in many particu- 
lars, but are inconsistently related as between the respective classes 
in many instances, and that many of the rates have been made the 
subject of informal complaints to the Commission from time to time. 
The only suggestions which have been made to the carriers are that 
in readjusting the rates to correct the fourth section departures they 
also attempt to bring about uniform percentages of the classes in 
line with a policy which the Commission has followed in many cases 
in various parts of the country, and that they have in mind such 
other inconsistencies as exist in the rate structure and attempt to 
bring about a harmonious adjustment reasonable and fair to all. It 
is true that in formal cases involving rates in centra] territory and 
in New England decided some years ago, the Commission adopted 
certain percentages of the lower classes to first class based upon the 
information then available, which percentages result in throwing a 
somewhat greater burden upon high class traffic and a somewhat 
less burden upon the two lower classes than has existed with re- 
spect to traffic within trunk line territory or with respect to traffic 
between central territory on the one hand, and trunk line and New 
England territories on the other. But the Commission has not in 
any manner prejudged the present case or indicated to the carriers 
that they should necessarily use the percentages adopted in these 
former cases if the facts today warrant different treatment. ; 

In other particulars it appears to me that your letter is a fair 
and able presentation of the situation. I am_sure that I voice the 
sentiments of my colleagues when I say that I appreciate your call- 
ing attention to the fact that the proper time and place to try a rate 
case is in the hearing room. As you say, what is needed is a careful 
assembly of the pertinent facts, followed by painstaking analysis of 
such facts and an impartial and judicial decision based thereon. 
This, you may rest assured, will be the policy which the Commission 
will pursue to the best of its ability. 

Very truly yours, 
(Signed) JOSEPH B. EASTMAN, 
Commissioner. 


RAIL GRAIN SHIPMENTS HEAVY 


Unusually large storage of grain at seaboard and heavy 
shipments now on the way have created a situation such that, 
unless eonditions change materially, there may be an increase 
in the trade congestion at New York and Philadelphia. 

Factors in the situation include the fact that the world 
supply of wheat is materially below last year, but, as the crop 
in the U. S. middle west has been large there has been a 
heavy movement of seaboard. Due to some decline in the de- 
mand, as the market is flooded temporarily, the tendency is for 
supplies to accumulate at the ports. A large volume is in stor- 
age at New York, while other shipments are on the way through 
Buffalo to all Atlantic ports. This has caused the Philadelphia 
‘& Reading to place restrictions on the flow to Philadelphia. 
The condition is accentuated by the fact that Montreal is con- 
gested, with the result that many Montreal cars are being recon- 
signed to Buffalo and from there to New York, Baltimore and 
Philadelphia. 

The amount of grain in the New York market on December 
2, according to the American Railway Association, consisted 
of 7,750 cars'in storage, 3,803 cars in yards, and 1,250 cars 
en route from Buffalo. Against this supply there were suffi- 
cient ships in sight to handle only 1,100 carloads immediately. 

Buffalo reported 13,679,000 bushels in elevators, 2,239,000 
bushels afloat in barges and 1,191,000 bushels in transit. 

The American Railway Association reported that the car 
supply was good, so that the difficulty arose chiefly from tem- 
porary lack of foreign demand rather than shortage in trans- 
portation facilities. 

Grain traders express the belief that foreign buying will 
increase shortly and will relieve the congestion speedily. 
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*&-First Morning from New York Piers and Hoboken City, 


The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 











BOSTON, DETROIT, 

80 Federal Street 1st National Bank Bldg. 
BROOKLYN, INDIANAPOLIS, 

32 Court Street 410 Guaranty Building 
BUFFALO, KANSAS CITY, 

Lackawanna Terminal Railway Exchange Bldg. 
CHICAGO, MILWAUKEE, 

111 West Jackson Blvd. 1316 Majestic Building 
CINCINNATI, MINNEAPOLIS, 

4th National Bank Bldg. Metropolitan Life Bldg. 
CLEVELAND, NEWARK, 


308 Park Building 786 Broad Street 





TRAFFIC WORLD 


LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 




























TO FROM 
& Binghamton —— Setond Morning hanes Corresponding Service 
Buffal ” ” enia ° : 
oan Piette Sixth ” Bloomfield given to shipments loaded 
Chicago Fourth » //pBoonton to the platforms of connect- 
Cincinnati ” ” Delawanna i s ‘ 
Cleveland Third =o» Harrison ing roads destined to points 
Columbus Fourth ” Hoboken City : 
Cortland Second» shatcenns Wineene Melina beyond those named herein. 
Council Bluffs Seventh » Jersey City be , ’ 
aa * seme Lyndhurst Similar service is effec- 
nv / ” N k rs “ 
— eS Orange tive via Lackawanna from 
eTrot 1 ” P. ° . . 
East St.Louis Fourth ” aren Philadelphia and other 
—— — * Watsessing Reading Railroad points, 
+ a eral : And other New Jersey points ‘ 
~~ — B5thSt. also from points on the 
or ayne our! ” arlem - 
Fostoria Third =» . Central Railroad of New 
Grand Rapids Fourth ” : is 
Indianapolis a —" S Jersey, via Scranton, Pa. 
pternne TON ‘a 4 Transfer; also from Boston 
Jackson Fourth Morning 3S , , : 
Kansas City — ” \ NI Long Island City via Boston & Maine-Dela- 
Los Angeles ourteenth 28th . ‘ 
Louisville Fourth =n esiest. ware & Hudson and Bing- 
i Sixth ” 3 e 
ain -—a ss \\ sory hampton, and via New York, 
" Minneapolis Seventh» +t terminal” § New Haven & Hartford and 
M i Fourth ” < ‘ 
Nashville Fifth Zens 5) —eWallaboot Port Morris, N. J. 
Omah Seventh » ————___*§ Pier 13} fortland 
eta Scnahaitenais _SSere,, oe Daily passing reports in 
Peoria Fourth Morning i N.Y. Docks y Pp g p 
a — * the possession of all Lacka- 
Port Huron ”n ” PRO - 
Portland Fourteenth » —C#:, wanna Agents enable imme- 
Rochest BY d ” ° e 
a “ass a + diate and complete infor- 
Saint L ” ” Vf NEW YORK 425th St. * 
Stes tums Uy // TRANSFER Sushbacks mation to customers. 
SanFrancisco Fifteenth ; ff 
Seattle Fourteenth » UY 
Scranton Second ” © ° ° 
Ss a yj Not Necessary to Designate Any Special Station, 
Syracuse Second ” e e 
eh aa «2 Pier or Train. 
Toronto Third ” dé 
Utica Second ” 


Simply Route “LACKAWANNA” 
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ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 lbs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 










AGENCIES 


NEW HAVEN, 
39 Church Street 










SAN FRANCISCO, 
‘823 Monadnock Bldg. 


NEW YORK CITY, SCRANTON, 

302 Broadway Lackawanna Station 
PHILADELPHIA, SEATTLE, 

1302 Finance Building 1312 L. C. Smith Bldg. 
PITTSBURGH, SYRACUSE, 

428 Park Building Lackawanna Station 
ST. LOUIS, TOLEDO, 

112 North 4th Street 438 Nicholas Building 
ST. PAUL TORONTO, 


605 Pioneer Building 1602 Royal Bank Bldg. 

















































































Questions and Answers 


In this department will be answered questions of both legal and 


practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s'mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Quest‘ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Interpretation—Absorption of Loading and Unloading 
Charges On Shipments Moving Under Feeding-in-Transit 
Privileges: 

Nebraska.—Question: In case you know of any Interstate 
Commerce Commisison or court decision, as to the correct in- 
terpretation of note (A), in item 400, C. B. & Q., 3652-J, I. C. C. 
No. 15666, or reissues, as to the absorption of loading and 
unloading charges not applying on shipments consigned to in- 
termediate stock yards, we would appreciate your advising 
reference number so that we can order same. 

Our problem is this: Would a live stock shipment from 
some Montana point, say, billed to Omaha, with F. I. T. privi- 
leges, at Scottsbluff, Neb., be subject to loading and unloading 
charges at, say, Alliance, Neb. (a C. B. & Q. operated feeding 
yard), when stopped for feed and rest to comply with federal 
requirements? 

Could it be interpreted to mean that Scottsbluff was an 
intermediate yard and that it was consigned there on account 
of it being the F. I. T. point? To be sure, some shipments are 
reconsigned at this point, although usually the reconsigning is 
done at Burnham. 

Would note A apply on a shipment not reconsigned, and 
not apply on one that was? 

Will you kindly give us your opinion on this point, in case 
you do not know of a Commission or court decision in same? 

Answer: We assume that your shipments from Montana 
move through Casper and Wendover, Wyo., into Scottsbluff; 
that the outbound movement to Omaha is through Alliance, and 
that it is at Alliance where the charge for loading and unload- 
ing is assessed on shipments moving on to Omaha. 

If the above are the facts, both Scottsbluff and Alliance 
are intermediate, via the route of movement, to Omaha (see 
Pioneer Lumber Co. vs. N. & P., 74 1. C. C. 288). 


Note “A” of item 400, C. B. & Q. I. C. C. 15666, relates only 
to absorptions authorized in sections (2) and (6) of that item 
and provides that these absorptions on shipments destined to 
public stock yard points will not apply if the shipment is first 
billed to an intermediate stock yards point and is reconsigned 
thereat to a public stock yard point, such as Omaha. 

C. B. & Q. I. C. C. 15490 authorizes the absorption for fat- 
tening in transit at the through rate plus the transit charge, 
and this includes the service of unloading and reloading at the 
transit point. From points in Montana you would bill ship- 
ments locally to Scottsbluff and, after fattening, rebill to Omaha, 
via Alliance. 

It should be remembered here that the charges for unload- 
ing and reloading which would not, under note A, be absorbed, 
are those charges incidental to a stop for feed, water and rest, 
required by law. These are the only charges which, under 
sections (2) and (6) will be absorbed. 


If your shipments were billed to Scottsbluff or Alliance and 
then rebilled, and the unloading and reloading was due only 
to the law relating to feed, water and rest, the charge for 
such handling would not be absorbed. If you unload, then 
fatten and reload, and rebill to Omaha, even though, under 
the law, it would have been necessary to unload for feed and 
rest at Scottsbluff, the whole service is covered by the through 
By. be =. Fane 


In your case you did not bill to Alliance, but to Scottsbluff. 
No charge accrued at that point because it was covered by 
the through rate. The only charge in addition to the through 
rate, accrued at Alliance, where the shipment was unloaded, 
fed, rested and watered, and it is such charges which notes 
(2) and (6) provide will be absorbed. As to the stop at Alli- 
ance, the situation is as if the car had never been unloaded 
at Scottsbluff. On a through billed car stopped for feed and 
water at Alliance, the C. B. & Q. would absorb these extra 
charges. On a car billed locally to Alliance then rebilled (not 
under F. I. T.) the charges would be in addition to the road 
haul rate. 

To say that the charges at Alliance must be aided because 
the car was first billed locally to another intermediate point, 
but for F. I. T., is to require the shipper to pay twice for the 
same service, since the carrier would be penalizing the Scotts- 
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bluff transit shipment with charges at Alliance simply because 

it stopped temporaily at Scottsbluff, and not for any additiona) 

service performed, which stop is completely paid for under the 
road haul and transit rate. There seem to be no decisions 
construing this tariff. 

Liability of Carrier to Consignee for Profits of Anticipated Saje 
of Goods Destroyed in Transit Where Title Had Not Passeq - 
to Consignee at Time of Destruction of Goods 
lowa.—Question: We had a representative in the stray. 

berry district in Missouri who bought a car of strawherries 

from us, and instructed ‘the shipper to draw draft on us for 
same. 

This car was burned up in‘a wreck in transit, and when 
the draft arrived here we had same returned. In the meap. 
time, the shipper settled with the railroad company for the 
value of the strawberries. 

We filed claim with the carrier for a reasonable profit on 
the berries, contending that we lost same because of the failure 
of the railroad company to deliver the merchandise to us. The 
carrier refused the claim, stating that they had settled with 
the shipper direct. Is there any decision that will enable us 
to collect in this case? 

Answer: Apparently, inasmuch as you returned the draft 
covering the purchase price of the shipment in question, title 
to the goods had not passed to you at the time they were 
destroyed For this reason, if for no other, it is our opinion 
that you have no claim against the carrier with respect thereto. 

Furthermore, unless you had actually made a sale of the 
goods, the amount of your claim is speculative. 

Freight Charges—Liability of Consignee 

West Virginia—Question: Shipment is purchased f. o. b. 
point of origin, and on arrival at destination is refused by 
consignee, resulting in shipment becoming worthless and 
dumped by carrier. Shipper enters suit against consignee and 
jury awards damages to shipper. From whom should carrier 
collect freight charges for transportation of shipment? 

Answer: When the provision is f. 0. b. at point of ship- 
ment the title will pass, as a general rule, when the property 
is placed on the cars for shipment. 

The implied agency of the carrier designated by the buyer 
to accept delivery for him only extends to an acceptance of 
such goods as comply with the requirements of the sale. The 
carrier has no authority to pass upon whether the goods in fact 
comply with the contract, and if they do not so comply the 
seller cannot base a claim of constructive delivery to the buyer 
on his delivery to the carrier. Diversy vs. Kellogg, 44 Ill. 114, 
92 Am. Dec. 154; Pierson vs. Crooke, 115 N. Y. 539, 22 N. E. 
349; Barton vs. Kane, 17 Wis. 23, 84 Am. Dec. 728; Notes 22 
L. R. A. 417; 20 Ann. Cas. 1037; Ann. Cas. 1916 A. 1049. 


Ordinarily the buyer after the arrival of the goods at their 
destination has the right to inspect the same to see if they 
comply with the contract and may reject them if they do not 
do so; Pope vs. Alles, 115 U. S. 363; Diversy vs. Kellogg, 44 
Ill. 114, 92 Am. Dec. 154; Kuppenheimer vs. Wertheimer, 107 
Mich. 77, 64 N. W. 952; Thick vs. Detroit, etc., R. Co., 187 
Mich 708, 101 N. W. 64; Pierson vs. Crooke, 115 N. Y. 539, 22 
N. E. 349; Schiller vs. Blyth, etc., Co., 15 Wyo. 304, $8 Pac. 
648; Jackson vs. Rotax Motor, etc., Co. (1910), 2 K. B. (Eng.) 
937, 20 Ann. Cas. 523; Note 8, L. R. A. (U. S.), 1167; and this 
is held true though the contract provides for delivery to the 
carrier f. 0. b. point of shipment, without a requirement that 
the goods be inspected and accepted by the buyer at such point. 
Pierson vs. Crooke, 115 N. Y. 539, 22 N. E. 349. 


It is the general rule that when goods are shipped of a 
specific quality and the seller undertakes to deliver to the car- 
rier to be forwarded to the buyer at a distant point, the right 
of inspection, in the absence of any specific provision in the 
contract, continues until the goods are received and accepted 
at their ultimate destination; in such a case the carrier is 
not the agent of the buyer to accept the goods as correspond- 
ing with the contract, although he may be his agent to receive 
and transport them. Assuming that the title vests in the buyer 
on delivery to the carrier, it is, at most, as between the parties 
a conditional title subject to the right of inspection and re- 
jection at the point of destination for noncompliance in qual- 
ity, ete., with the terms of the contract. Schiller vs. Blyth, 
etc., Co., 88 Pac. 648; Brown vs. Davidson, 122 Pac. 387; Price 
vs. Huddleston, 79 N. EB. 496; Pruitt Com. Co. vs. Fruit Des- 
patch Co., 129 N. W. 1150, International Harvester vs. Smith, 
54 S. E. 859. 


In the absence of anything to the contrary, the consignee 
is presumed to be the owner of goods shipped to him and is 
prima facie liable for the freight, so that if he accepts them 
the law implies a promise on his part to pay it. But the pre 
presumption that the consignee is the owner and liable for the 
freight is rebuttable, and if he is not the owner and refuses 
to accept the goods no promise on his part to pay the freight 
can be implied from the mere fact that they are consigned to 
him. Central R. R. Co. vs. McCartney, 52 Atl. 575; Davis VS. 
Pattison, 24 N. Y. 317. So, much may depend upon the contract 
showing the intention of the parties in the particular instance. 
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| PEORI 





The OPEN DOOR 
to FAST FREIGHT SERVICE 


Transfers of traffic at 
Peoria between the 16 
line-haul carriers are 
made within a few 
hours by the use of 
the facilities of the 
Peoria and Pekin 
Union, instead of the 
much longer period re- 
quired in some of the 
larger and congested 
terminals. 









Peoria is located half- 
way between Chicago 
and St. Louis, and, 
being a rate-breaking 
as well as a terminal 
point, it has a con- 
siderable advantage 
over other cities in the 
mid-west in the mat- 
ter of freight rates and 
transportation service. 


NOTE— FIGURES 1-2-3-4 DENOTE FIRST, SECOND, THIRD AND FOURTH MORNING OF DELIVERY FROM PEORIA 


wie PEORIA & PEKIN UNION RY. CO. Et 


from and via astern and 


PEORIA, ILL. INQUIRIES SOLICITED UNION STATION, PEORIA, ILL. [isisnic 








A Merry Christmas and A Happy New Vear 
To Our Partners and Our Prospective Partners 


We are partners to every distributor and manufacturer who 
uses our service. Our partnership is founded on a complete 
understanding: and based on absolute confidence. Each suc- 
cessive year sees our list of partners growing and we know 
that 1925 will see our greatest increase. 


Your warehouse is a silent partner in your business, and as 
such, must constantly be seeking to assist you in your endeavor. 


It is a good idea to become personally acquainted with your 
warehouse. The front door of a good warehouse is always open. 


FEDERAL WAREHOUSE C€0., PEORIA, ILL. 


American Warehouse Association } Rossier of the = Warehousemen’s Association 
Central Warehousemen’s Club =a © \ National Furniture W. H. Men’s Association 
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And there are many cases in which the consignor has been 
held liable to the carrier where the consignee refuses to accept 
of the like. Cleveland, etc., R. Co. vs. Anderson Tool Co., 103 
N. E. 102 (Ind.); Chicago, etc., R. Co. vs Queenan, 167 N W. 
410 (Neb.); G. N. vs. Hocking Valley, etc., Co., 166 N. W. 41. 
The carrier’s remedy against the consignee, even where he 
might be held liable for the freight as owner of the goods, is 
not necessarily exclusive. If the shipper contracts in his own 
behalf it is but just to hold him liable, especially where the 
consignee refuses to accept the goods and pay the freight, and 
it has been held that the carrier is not obligated to collect the 
freight from the consignee even under a bill of lading con- 
taining the clause, “he paying the freight thereon.” 
Signature—What Constitutes 

Louisiana.—Question: Referring to standard bill of lading 

form 1200, middle section reading: 


If this shipment is to be delivered to the consignee without 
recourse on the consignor, the consignor shall sign the following 
statement: The carrier shall not make delivery of this shipment 
without payment of freight and all other lawful charges. (See Sec- 
tion 7 of conditions.) 


Would printed, typewritten, or rubber stamped signature 
of shippers without being signed, or initialed by the maker (or 
some other employee in authority), with pen and ink constitute 
a legal contract? 

Answer: Signatures adopted by persons are sufficient to 
give validity to instruments even though they are eligible or 
defective; or contain only the Christian name of the person 
signing; or made with a lead pencil; or typewritten (Bridges 
vs. Center First National Bank (Tex.), 105 S. W. 1018; Deg- 
genger vs. Martin (Wash.), 92 Pac. 674) or stamped (Bank 
vs. Poarch, 117 S. E. 114; Dilworth Co. vs. Canning Co., 26 Pa. 
Dist. 1018); or printed (Hamilton vs. States (Ind.); 2 N. E. 
299); or even cut from another instrument and attached to 
another. 

The initialing of a stamped signature is apparently unneces- 
sary. National Union Bank vs. Shearer, 74 Atl. 351; Robb vs. 
Pennsylvania Co., 40 Atl. 969. 

Damages—Measure of for Delay 

Tennessee.—Question: We have a claim against the railroad 
for loss sustained on acocunt of delay to a carload of dressed 
poultry, the delay causing the poultry to arrive in a damaged 
condition. 

The car arriving in a damaged condition could not be put on 
the market and a reasonable sale of same made, the poultry 
having become soft and sticky. Owing to this condition the poul- 
try was placed in the freezer and frozen. While the car was 


shipped in December the poultry was not sold until the fol- 
lowing March. 


We made claim for the difference between the ‘sale price 
of the poultry in the condition in which it was after being 
frozen and the price quoted in the market report for poultry 
of the same size and grading in good condition. The carriers 
state that owing to the fact that the poultry was put in the 
cold storage and frozen, then the market advanced between 
the time the car arrived in New York and the time the poultry 
was sold to an extent which made us a profit, and that owing 
to this fact, they could not make settlement of our claim. 

Our contention is that if the poultry had been in good con- 
dition when it arrived it could have been sold and we would have 
realized the top market quotations, that we would have been 
saved interest and storage charges, and that our action in 
placing the poultry in the freezer benefited the railroad much 
more than the increased value benefited us, and that it was 
owing to the delay and condition of the poultry on arrival 
which prevented us from realizing a sale on arrival, and from 
realizing the top market quotations as the time the poultry 
was actually sold. 

We should like to know what your opinion is in regard 
to a claim of this nature, handled in the manner in which we 
handled it,,and if there have been any court decisions covering 
similar claims we should like to have you cite them, so that we 
can properly reply to the carrier. 


Answer:—Ordinarily, the measure of damages for unreason- 
able delay in transportation is the difference between the market 
value of the goods at the time and place where they ought to 
have been delivered and such value at that place on the day 
when they were delivered. If injury to the goods results from 
unreasonable delay in transportation, the shipper may recover 
not only the difference in the market value thereof at the 
time they were delivered and that at the time they should 
have been delivered, but he is entitled also to recover damages 
for the injury to the goods. 

It has been held that where goods have unreasonably been 
delayed, there can be no recovery for depreciation in market 
value occurring after the time the goods actually arrived and 
could have been sold (Glascock vs. Chicago, etc., R. Co., 69 
Mo. 589; Ayres vs. Chicago, etc. R. Co., 71 Wis. 372, 37 N. W, 
132, 483 N. W. 1122), nor after such time can there be any 
recovery for the expense of keeping the goods, or for shrink- 
age in weight, or depreciation in actual value. Ayres vs. Chi- 
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cago, ete., R. Co., 48 N. W. 1122 Wis.; Anderson vs. R. Co 
Pac. 755 Kan.). . 

While apparently, your handling of the shipment resuiteg in 
an actual saving to the carrier, there was no obligation on your 
part to place the goods in storage, as the carrier could have 
‘been required to, under the rule of damages above referred to 
pay as damages the difference between the market value of 
the goods at the time of arrival in the condition in which they 
were delivered and their market value in the condition in whic, 
they should have arrived, but for the carrier’s negligent delay. 
So far as we can see there is nothing to prevent your basing 
your claim accordingly, at the present time, if you are in q 
position to prove the condition of the shipment at the time 
it arrived and the value thereof at that time, in addition to 
the market value of the shipment had it arrived in good eop. 
dition. This, in the event the carrier will not settle upon the 
basis you have proposed, which appears to be a reasonable 
one under the circumstances. 

Tariff interpretation—Conflicting Rates 

North Carolina.—Question: Kindly give us the benefit of 
ruling as to the rate lawfully applicable in the following 
instance: : 

Cotton seed meal, in carloads, moving from A. to B. A 
specific rate on cotton seed meal is in effect, also somewhat 
lower rate on fertilizer, C. L. The tariff publishing the fertilizer 
rate is governed by Southern Classification, which includes cot- 
ton seed meal in the fertilizer list, or rather the classification 
prescribes 6th class or fertilizer rate on cotton seed meal, 
carload. 

We desire to defend application of the lower (fertilizer) 
rate in disregard of the higher cotton seed meal rate, on the 
ground that the fertilizer rate is a specific commodity rate. 
It’s being specific could not be denied so far at its application 
on fertilizer is concerned, and the rate is also made specific 
so far as concerns cotton seed meal by reason of the fact that 
the classification prescribes the fertilizer rate on cotton seed 
meal. 

Answer: The rule is that where two rates are published in 
the same tariff, on the same commodity, between the same 
points, the lower governs, but this does not necessarily apply 
where one description is general and the other special. Board- 
man Co. vs. A. T. & S. F., 46 I. C. C. 352-3. 

However, in the instant case, both rates are, in our opinion, 
specific and, therefore, the principle of the Commission’s find- 
ings in Lindsay Commission Co. vs. N. P. Ry., 44 I. C. C. 1759, 
that where there are two conflicting sets of rates contempo- 


raneously in effect the lower rate is the legally applicable rate 
should govern. 


Rates—Application of—Weight Limit of Bridges 


Pennsylvania.—Question: We recently shipped a locomotive 
dead on its own wheels from “A” to “B,” this being a two line 
movement. The rate is figured on a mileage basis and the 
shortest distance was via junction point “C.” Before shipping, 
however, the delivering carrier advised they could not accept 
the shipment for movement via “C,” on account of certain 
bridges on their road not being strong enough to support this 
locomotive. We were obliged, therefore, to make the shipment 
via another junction point on a longer mileage, and, of course, 
freight charges were considerably higher. 

Is it your opinion that the railroad is justified in collecting 
charges on the longer mileage basis, or shoula charges be 
collected on the basis of the short line mileage, notwithstanding 
the longer haul which they claim was necessary? 


Answer: Appaently, under the opinion of the Commission 
in Unreported Opinion No. A435, if there is a tariff provision 
which limits the application of a rate to certain routes by 
reason of the load limits of bridges via that route, or rather 
eliminates the use of an otherwise available route, the cheapest 
= applicable via such other routes is the legally applicable 
rate. 

If, however, there is no tariff provision so limiting the 
application of a rate, the decision of the Supreme Court in 
Northern Pacific Ry. vs. Slocum, 247 U. S. 477, holding that 
while it is ordinarily the carrier’s duty to forward a shipment 
via the cheapest route in the absence of routing instructions, 
such duty is not absolute, and that the interests of the carrier 
and general public, as well as those of the shipper, must be 
considered, and the opinion in the San Luis Valley Case, 87 
I. C. C. 291, which in effect, because of operating conditions, 
holds that a route over which traffic could move is not an avail- 
able or practicable route, should be taken into consideration. 

In fact, if because of the weight limit of bridges, a ship- 
ment cannot be transported via a certain route, it may, we 
believe, be said that there is in fact no such route physically 
available, even though the tariffs do not so state, to the same 
extent that this would be true where there no interchange con- 
nection at a certain point between two carriers parties to a 
tariff reaching such point. 

Progression of Classes in Application of Rule 5 of Classification 

Maryland.—Question: I have noted your answer to “Col- 
orado” question on page 1102 of the Traffic World regarding 
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Alton —¥ Company 
Alton, Ill. 


Psat Brick : end 
Binghamton, 


Cleveland Brick & Clay Company 
Cleveland, Ohio 


Clydesdale Brick & Stone Co. 
Pittsburgh , Pa. 


Coffeyville Vitrified Brick & Tile Co. 


Coffeyville, Kans. 


Collinwood Shale Brick Company 
Cleveland, Ohio 


Francis Vitric Brick Company 
Boynton, Okla. 


Georgia Vitrified Brick & Clay Co. 


Augusta, Ga. 


Globe Brick Company 
East Liverpool, Ohio 


Hisylvania Coal Co. 
Columbus , Ohio 


Hocking Valley Brick Company 
Columbus, Ohio 


Independence Paving Brick Co. 
Independence, Kans. 


Metropolis Paving Brick Co. 
Pittsburg, Kansas 


Metropolitan Paving Brick Co. 
Canton, Ohio 


Mineral Wells Paving Brick Co. 
Mineral Wells, Texas 





PAVING BRICK M: ANU FAC rut RERS ASSOCI ATION, 


THE TRAFFIC WORLD 


aving Brick— 


F all forms of paving material, 
paving brick offers the rail- 
road the biggest possibilities 
Sf in the form of freight-volume. 


"S54 Each vitrified paving brick is a 
complete manufactured unit,—it is not made 
“on the job” almost wholly from local materials, 
as are most of its substitutes. 


Furthermore, paving brick itself is a material 
that is “local” to only a comparatively few cities 
and towns—all the rest must be supplied from 
lesser or greater distances by freight hauls. 


In other words, more vitrified brick pavements 
mean more freight and freight that is very nearly 
ideal from the railroad viewpoint. 


Vitrified Paving Brick can be sold in 
quantity, only where freight rates en- 
able it to keep reasonably close to 
substitute materials. 


aay +? 
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ENGINEERS BLDG., 


Moberly Paving Brick Company 
Moberly, Mo. 


Murphysboro Paving Brick Co. 
Murphysboro, III. 

Nelsonville Brick Co. 
Nelsonville , Ohio 

Peebles Paving Brick Company 
Portsmouth, Ohio 

Purington Paving Brick Company 
Galesburg, Ill. 

Southern Clay Mfg. _ ooneeee 
Chattanooga, 

Springfield Sovies wall Company 
Springfield, Il 

Sterling Brick Company 
Olean, N. 


Streator Clay le Company 
Streator, Ill. 


Thornton Fire Brick Co. 
Clarksburg, W.Va. 


Thurber Brick Company 
Ft. Worth, Texas 

Toronto Fire Clay Company 
Toronto, Ohio 

Trinidad Brick & Tile Company 
Trinidad ,Colo. 

Veedersburg Paver Company 
Veedersburg Ind. 

Western Shale Products Company 
Fort Scott, Kans. 


Westport ovies Brick Compan, 
Baltimore, ° 
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packages or pieces subject to minimum charge per rule 12, 
section 4, Consolidated Freight Classification No. 3. 

Would not the first class rate apply in this case if the 
articles are to be rated three classes higher because of not 
being properly packed for shipment? This statement is based 
on the fact that the rates progress from third class of Rule 25 
to second class to first class. 

Answer: We have been unable to locate any opinion of 
the Commission which passes upon the question as to whether 
in applying Rule 5 of Official Classification Rule 25 is to be 
considered a class nigher in the progression of the classes, 
or whether, as to an article which is rated third class when 
properly packed, which is delivered to the carrier not packed 
in accordance with the 8rd class rating, the article should 
be assessed the second class rate and not Rule 25. 

However, in Chas. Boldt Paper Mills vs. Director General, 
62 I. C. C. 471, the Commission held that where an article is 
rated 85 per cent of the 6th class rate, this is a class rate for 
the purpose of applying the minimum rate established by 
General Order No. 28, where the minimum rate exceeded the 
specific rate between two points. 

On page 1 of its opinion in “Consolidated Classification” 
case, 54 I. C. C. 1, the Commission speaks of Rules 25 and 26 
as being “split classes.” In the absence of an exception in 
Rule 5 we do not see how it can be successfully contended that 
Rule 25 may not be used in the progression of clasSes for the 
determination of the proper rate to apply on an article which 


is not packed in accordance with requirements of the ratings 
under the classification. 


Reconsignment—Instructions to Reconsign Conditioned on Speci- 
fied Rate Being Applicable via Designated Route 


Utah.—Question: We made a carload shipment from Utah 
to our brokers in Kansas City, Mo., via the D. & R. G. W. 
and Missouri Pacific railroads. Just before arrival our brokers 
at Kansas City instructed the Missouri Pacific to divert to 
Beatrice, Neb., a point 180 miles northwest of Kansas City, 
specifying in the diversion order: “Withhold diversion and ad- 
vise if unable to protect through rate 6914 cents.” 


The Missouri Pacific not reaching Beatrice, the car was 
turned over to the Union Pacific and after delivery was made 
they found that through rate of 69% cents did not apply via 
Kansas City, but only via Colorado junctions, and consequently 


assessed local charges of 29% cents per cwt. in addition to rate 
of 69% cents. 


We contend that in view of notation on order to withhold 
diversion if through rate of 69% cents could not be protected, 
the Missouri Pacific should not have turned car over to the 
Union Pacific, but should have advised our brokers accordingly, 
who would have made other disposition of this car and diverted 
some later car at Colorado junction to Beatrice. In view of 
their failure to do this we think we are relieved from payment 
of additional charges. On the other hand, railroad companies 
contend that, because rate specified did not apply to Beatrice 
via any route through Kansas City, they are not liable for 
protection of it and the case falls in the category of misquoted 
rate and the shippers should ascertain for themselves whether 
through rates specified applied. 


Will you kindly advise your opinion and, if we are right, 
mention cases in support thereof? 


Answer: In our answer to “Minnesota,” on page 1032 of 
the November 8, 1924, Traffic World, under the above caption, 
we cited opinions of the Commission which relate to this ques- 
tion. 


Our opinion is that the instant case falls within the ruling 
of the Commission in Sunderland Bros. Co. vs. C. B. & Q., 45 
I. €. C6. 208. 


See, however, the Commission’s opinion in Gibson Fruit 
Co. vs. C. & N. W., 21 I. C. C. 644, cited in Northwestern Traffic 
& Service Bureau vs. C. & N. W., 80 I. C. C. 81, in which the 
Commission applied the provisions of Conference Ruling No. 
286 (f), amended and restated in Conference Ruling No. 474 (c), 


to a reconsigning order. In this case the Commission, on page 
645, said: 


The Commission has held that the obligation rests unon the car- 
rier’s agent to refrain from executing a bill of lading which contains 
provisions that are contradictory or impossible of execution. When, 
therefore, the rate «and route are both given by the shipper in the 
shipping instructions, and the rate given does not apply via the 
route designated, it is the duty of the carrier’s agent to ascertain 
from the shipper whether the rate or the route given in the shipping 
instructions shall be followed. Rule 286 (f), Conference Ruling Bul- 
letin No. 5. 

The reconsignment order given by complainant put the carrier 
upon notice that complainant desired to secure the benefit of a joint 
through rate of 42 cents and referred to the tariff which named that 
rate, but it specified a route over which such rate did not apply. 
Under these conditions we hold that it was the agent’s duty to ascer- 
tain from the shipper whether the shipment should be forwarded via 
the route named in the shipping instructions or via the route over 
which the rate named in said instructions was applicable, and that 
the carrier is responsible for any increased freight charges which 
resulted from failure of the agent to follow this course. 


Claims Covering Shipments Moving During Period Covered by 
Subdivision (h) of Paragraph 3 of Section 16 of the Act 
Oregon.—Question: An overcharge claim applying on a ship- 
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ment moving in November, 1920, was tolled with the In; 


er 
Commerce Commission in conformity with paragraph 3). ae 
tion 16, of the interstate commerce act, as amended June 7 
1924. Claim was declined by the carrier. , 


What further COUrse 


or redress should be pursued? Will it still be possible i, bring 


suit on such a claim? 

Answer: As we understand, your claim was handled jy 
the manner outlined in our answer to “Oklahoma,” on page 63) 
= the September 20, 1924, Traffic World, under the above cap. 

on. 

If so, the claim can: be prosecuted before the Commission 
on its formal docket, assuming that, in view of the Carrier's 
declination of the claim, it would be useless to handle it with 
the Commission, on the informal docket. 





Digest of New Complaints 


No. 15600. Sub. No. 18. N. W: Mattix & Son, et al., Frankfort 
vs. Norfolk & Western et al. ort, Ind, 


Rates in violation of sections 1 and 4 of the act, on co 


al f 
Inner and Outer Crescent group mines to Frankfort and Gente 
ras Asks cease and desist order, reasonable rates, and repara. 
on. 


No. 16351, Sub. No. 1. The Wichita (Kansas) Chamber of Commerce 
et_al. vs. Santa Fe et al. 


Unreasonable rates on wrappin aper from Orange, Tex: 
Wichita, Kan. Asks reparation. noes ” —e 
No. 16456. Armour & Co., Chicago, Ill., vs. Director General as Agent. 
_Rates and charges in violation_of section 6 on fresh meat from 
South St. Joseph and Kansas City to Camp Wadsworth, §. ¢ 
Asks reparation. ; 


No. oan ee Crude Oil Purchasing Co., Tulsa, Okla., vs. Santa 

e et al. 

Unreasonable rates on steel oil storage tanks, k. d., from Mead- 
ville and_ Pittsburgh, Pa., Cleveland, Ohio, and East Chicago, 
Ind., to Cushing, Okla. Asks cease and desist order, reasonable 
rates, and reparation. 

No. 16451, Sub. No. 1. Same vs. Chicago & Alton et al. 

Same complaint and prayer with respect to shipments of iron 
=~ steel crude oil storage tanks from Iola, Kan., to Navarro, 

ex. 

No. 16451, Sub. No. 2. Same v. Santa Fe et al. 

Samg complaint and prayer on shipments of same commodity 
from Washington Heights, Ill., to Holden, Tex. 

No. 16451, Sub. No. 3. Same vs. Alton & Southern et al. 

Same complaint and prayer as to shipments of same com- 
modity from Meadville and Pittsburgh, Pa., and Kansas City, 
Kan., to Holden and Mexia, Tex. ’ 

No, 16452. Washington Dehydrated Food Co., Yakima, Wash., vs. 
Great Northern. . 

Unreasonable rates on fuel oil in tank cars from Richmond 
Beach, to Wenatchee, Wash., shipments originating from Cali- 
fornia points and moving by boat to Washington. Asks repara- 


tion. 
No. 16453. Internatinoal Shoe Co., St. Louis, vs. B. & O. et al. 

Unreasonable minimum carload weight on tanning extracts han- 
dled through New York Lighterage, the commodities being im- 
ported from India and South America and reshipped from New 
York Lighterage to Morgantown, N. C. Asks cease and desist 
order, reasonable minimum weights and rules and reparation. 

No. 16454. Parkersburg Rig & Reel Company, Parkersburg, W. Va., 
vs. Osage Railway Co., et al. 

Unreasonable and prejudicial rates on rig irons from Parkers- 
burg, W. Va., to Shidler, Okla. Asks cease and desist order, 
just and reasonable rates and reparation. 

No. 16455. Holland-St. Louis Sugar Company, Holland, Mich., vs. 
New York, Chicago & St. Louis, et al. 

Rates in violation of sections 1, 2, 3 and 13 of interstate com- 
merce act on sugar beets from points of origin in Indiana and 
Ohio to Decatur, Ind. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. 16457. New Jersey Lumbermen’s Committee, Newark, N 
Atlantic Coast Line et al. 

Unreasonable and prejudicial rates on lumber and other forest 
products shipped from or traveling via the Virginia gateways 
when for delivery at Jersey City, Weehawken, Bayonne, Perth 
Amboy, Newark, Harrison and New Brunswick, N. J. Asks cease 
and desist order, reasonable rates, and reparation. : 

No. 16458. Sheridan-Wyoming Coal Co., Sheridan, Wyo., vs. C. M. 
& St. P. et al. 

Unreasonable, discriminatory, preferential and prejudicial rates 
and charges on coal from Sheridan to destinations in Montana, 
North Dakota, South Dakota, Minnesota and Iowa. Asks cease 
and desist order, just and reasonable rates. 

No. 16459. National Zinc Co., Inc., New York City, vs. Alabama & 
Vicksburg et al. 

Rates in violation of section 1, 2, 3 and 4 of the interstate 
commerce act on sulphuric acid from Grasselli, Ala., and Copper 
Hill, Tenn., to destination points in Oklahoma and Texas. Asks 
cease and desist order and reasonable rates. 

No. 16460. Milne Lumber Co., St. Louis, Mo., vs. C. I & L. et al. 

Illegal demurrage charges on a shipment of pine lumber from 
Bagdad Junction, Fla., to Louisville, Ky., and reconsigned to Chi- 
cago. Asks reparation. 

No. 16460, Sub. No. 1. Same v. Michigan Central et al. 

Same complaint and prayer with respect to a shipment of pine 
lumber from Atmar, Tex., to Herrick, Ill., and reconsigned to 
Detroit, Mich. 

No. 16462. Georgia Peach Growers’ Exchange et al., Macon, Ga., VS. 
Alabama Great Southern et al. 

Ratés in violation of sections 1, 2, 3 and 4 of the act on peaches, 
in baskets or crates, carload, from points in Georgia to points 
in Virginia, West Virginia, Maryland, Delaware, Pennsylvania, 
New Jersey, New York, Connecticut, Rhode Island, New Hamp- 
shire, Vermont, Massachusetts and Maine, and to Washington, 
D. C., St. Louis and Kansas City, Mo. Asks cease and desist 
order, reasonable rates and reparation in the sum of $200,000. 

No. —" — Lumber Co., St. Louis, Mo., vs. Wheeling & Lake 
erie et al. 

Illegal demurrage charges on shipment of yellow pine lumber 
from Calcasieu, La., to Carpenter, Ill., ordered stopped at Thebes, 
Ill.,-and reconsigned to Massillon, Ohio. Asks reparation. 
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The 1925 Edition of the 


FREIGHT TRAFFIC RED BooK 


Here’s a book that belongs in yours and every 
other up-to-date traffic department. A Standard 
Authority on traffic procedure, used and recognized 
by thousands of traffic men. It is the most com- 
plete, concise book of its kind published. 


“THE ENCYCLOPEDIA OF THE TRAFFIC 
DEPARTMENT” 


The Freight Traffic Red Book is almost indis- 
pensable to the man who wants facts. Contains 
all the Federal Laws and Interstate Commerce 
Commission and Shipping Board Rulings pertain- 
ing to Interstate. Has map of freight classifications 
and rate territories. Complete cross-reference 
index. 


628 HELPFUL PAGES 


The Freight Traffic Red Book contains 628 pages 
of information and data worth real money. Com- 
piled and edited with the assistance of many rail- 
road, steamship, express and industrial traffic offi- 
cials—authorities in their respective fields. 


A BOOK PLUS A SERVICE 


The Freight Traffic Red Book, brings to you in 
addition, eleven monthly supplements covering 
changes in the book. This means an up-to-date 
service for a year. 

This year’s edition contains new sections on 
Trucking, Packing and Marking; Shipping Orders 


and Bills of Lading; and General 4th Sections of 
the I. C. C. Bound in Flexible fabrikoid. 


ORDER YOUR COPY NOW 


Don’t take a chance on getting your copy. Mail 
the coupon now and your order will be sent from 
the first printing. Return the book in 5 days if not 
satisfied. Clip the coupon now. 


The Traffic Publishing Co., 
150 Lafayette Street, New York City. 


Traffic Publishing Co., 
150 Lafayette Street, New York City. 


Please send me without delay a copy of your 1925 
FREIGHT TRAFFIC RED BOOK, for my inspec- 
tion. If, after keeping it five days, I am not convinced 
that it is a valuable addition to our traffic department, 
I will return it to you at your expense. If I like it 
I will keep it and send you $6.00. I understand that 
this price also entitles me to the eleven monthly sup- 
plemental services up to November, 1925. 
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Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 

December ee nehington. D. C. Examiner Wagner: 
15771—Greenbrier & Eastern Railroad Co. vs. Sewell Valley Ry. et al. 
December 15—Argument at Washington, D. C.: 
15412—Bernard Gallup vs. N. Y. N. H. & H. R. R. 
14761—Texas Chamber of Commerce et al. vs. Santa Fe et al. 
December 15—New York, N. Y.—Examiner Griffin: 
16120—The American Paper Goods Company vs, B. & A. R., R. et al. 
16303—Public Service Cup Company et al. vs. A. C. L. R. R. et al. 
December 15—Chicago, Ill—Examiner Knowlton: 
6237—E. & A. Opler, Inc., vs. Aberdeen & Rockfish R. R. et al. 
December 15—Brownwood, Tex.—Railroad Commission of Texas: 
Finance No. 4296—In the matter of the application of the Brown- 
wood North & South Railway Company, for a certificate of public 
convenience and necessity authorizing it to abandon its line of 
railroad. 
December 15—Washington, D. C.—Commissioner Campbell and Ex- 
aminer Keller: 
11567—Order of United Commercial Travellers of America vs. Pull- 
man Company. 
December 15—Atlanta, Ga. 
13494—-Southern Class Rate Investigation. (Further hearing for pur- 
pose of introducing into the record the results of the traffic test 
for the month of April, 1924, etc.) 
December 15—Tupelo, Miss.—Examiner Konigsberg: 
ee Mississippi Traffic Bureau vs. Ill. Cent. R. R. 
et a 
Portions of fourth section application No. 1766, filed by Agent 

Emerson. In re rates on sugar from New Orleans, La., to Bir- 

mingham. Ala.. and Memphis, Tenn., etc. 
December 15—Washington, D. C.—Examiner Turne 


Finance No. Excess income of the itiseeest ‘g Illinois Bridge 
& Belt R. R. Co. 


December 15—Washington, D. C.—Examiner Marchand: 

Vai. Dkt. No. 366—In re tentative valuation of the property of the 
Pittsburgh, Bessemer and Lake Erie R. R. Co. 

Val. Dkt. No. 368—In re tentative valuation of the properties of the 
Duluth and Iron Range Railroad Company. 

Val. Dkt. No. 369—In re tentative valuation of the properties of the 
Duluth, Missabe and Northern Ry Co. et al. 

Val. Dkt. No. 365—In re tentative valuation of the properties of 
the Bessemer and Lake Erie R. R. Co. et al. 

December 15—Washington, D. C.—Examiner Oliver: 

I. and S. No. 1885—Brick and clay products from, to and between 

points in Southern territory. (Further hearing.) 
December 16—Washington, D. C.—Examiner Davis: 

Finance No. 2806—In the matter of the application of the South- 
eastern Railway Company for oa. certificate of public convenience 
and necessity authorizing it to construct a line of railroad in 
Lee County, Va., and Harlan County, Ky. (further hearing). 

December 16—Kansas City, Mo.—Examiner Jewell: 
i. — S. No, 2247—Class rates between Missouri and interstate 
points. 
December 16—Chicago, Ill—Examiner Knowlton: 
16326—Swift & Company et al. vs. Aberdeen & Rockfish R. R. et al. 
December 16—Argument at Washington, D. C.: 

15410—United Fig & Date Company et al. vs. A. G. S. R. R. et al. 

15924—-The Grasselli Powder Company vs. A. C. & Y. Ry. et al, 

12027—Illinois Brick Company vs. Director General, et al. 

14150—Corporation Commission of Oklahoma vs. A. 4 Ss. Ry. et al. 

14970—Texas Cottonseed Crushers Assn. et al. vs. & S. Ry. et al. 

16039—Interstate Cotton Oil Refining Co. et al. vs. , eh Fe et al. 
December 17—Chicago, Ill._—Examiner Knowlton: 

11703—In the matter of intrastate rates within the State of Illinois. 
(In re petition of Dempsey Fuel Company and others). 

December 17—Providence, R. I.—Examiner Griffin: 

ee Chemical Works et al. vs. N. Y. N. H. & H. R. R. 
et al. 

December 17—Argument at Washington, D. C.: 

15456—Traffic Bureau of Nashville vs. A. C. L. R. R. et al. 

15675—Newport News Shipbuilding & Dry Dock Co. vs. 

R. R. et al. 
December 17—Florence, Ala.—Examiner Sentguhers: 
16036—Florence Chamber of Commerce vs. C. of Ga. Ry. et al. 
December 17—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 342—In re tentative valuation of the properties of 

Lehigh & New England Railroad Company et al. 
December 18—Chicago, Ill—Examiner Knowlton: 


* |. and’ S. No. 2283—Sand and gravel between points in Illinois and 
Wisconsin. 
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December 18—Argument at Washington, D. C.: 
14801—Missouri Portland Cement Company vs. Santa Fe et al 
14911—Lehigh Portland Cement Company vs. Santa Fe et al. 
ae Sub. No. 1.)—The Texas Company vs. C.B.&Q RR 
et a 
December 18—Washington, D. C.—Examiner Wagner: 
16264—Canton Railroad Company vs. B. & O. R. R. et al. 
December 19—Argument at Washington, D. C.: 
I. and S. No. 1996—Cement from Kansas City, Mo. district to St. 
Joseph, Mo. and related points. 
15546—Iola Cement Mills Traffic Association et al. vs. Santa pr, 
Ry. et al. 
December 19—New York, N. Y.—Examiner Griffin: 
5265—D. Wertheim Coal and Coke Co. vs. Lehigh Valley R. R. (fur. 
ther hearing in re reparation). 
December 20—New York, N. Y.—Examiner Griffin: 


1. and S. No, 2882—Lumber from Canada to L. & N. E. R. R 
points. 


December 20—Chicago, Ill—Examiner Knowlton: 


I. and S. No. 2280—Tin cans, C. F. A. points to Michigan, Minne. 
sota and Wisconsin. 


* 1, and S. No. 2280 (first supplemental order)—Tin cans, C, F, 4, 
points to Michigan, Minnesota and Wisconsin. 


December 20—Chattanooga, Tenn.—Examiner Konigsberg: 
15713—Milne Chair Company vs. A. C. L. R. R. et al. 


December 20—Argument at Washington, D. C.: 
15420—Virginia Blue Ridge Ry. vs. Southern ‘Railway. 
15552—J. K. Dering Coal Company vs. C. C. C. & St. L. Ry. et al, 
December 22—Chicago, Ill.—Examiner Knowlton: 
1. and’ S. No. 2275—Door and window frames, C. F. A. to Trunk 
Line and New England territories. 


December 22—Argument at Washington, D. C.: 

13158—Nelson Fuel Company et al. vs. C. & oO. Ry. et al. 
December 23—Argument at Washington, D. C.: 

15164—Winding Gulf Colliery Company vs. Virginian Ry. et al. 
January 5—St. Louis, Mo.—Examiner Disque: 


* |, and S. No. se tgphn material from St. Louis, Mo., to St, 
Paul, Minn., Peoria and Chicago, Ill., to Kansas, 
January 5—Washington, D. C.—Examiner Cummings: 
Fourth Section Application Nos. 351 et al., filed by Agent R. H. 
Countiss, et al., sking for authority to continue to charge greater 
compensation as through rate than the aggregate of the inter- 


mediate rates. (This hearing will cover approximately a hun- 
dred various applications). 


January 6—St. Louis, Mo.—Examiner Disque: 


* |. and S. No. 2281—Grain and grain products from western points to 
Mississippi River crossings and southern points. 


January 7—Washington, D. C.—Examiner Koebel: 


* |, -_ + No. 2284—Switching of cotton and cotton linters at Nor- 
olk, Va. 


INTERLOCKING DIRECTORATES, ETC. 


George S. Harlan has been permitted to hold the position 
of general freight agent of the Baltimore & Ohio Railroad Com- 
pany in addition to holding a directorship and/or any other 
office or offices with the Allegheny & Lawrence Railroad Company 
and other short lines. 

William Atwill has been authorized by the Commission to 
hold the offices of director of the Chicago, St. Louis & New 
Orleans Railroad Company and general superiutendent of the 
Illinois Central Railroad Company, in addition to holding a 
directorship and/or other offices with the Batesville South 
western Railroad Company and various other lines. 

Charles E. Johnston, Louis J. Hensley and Alexander M. 
Calhoun have been authorized by the Commission to hold vari- 
ous offices with the Kansas City Southern Railway Company, 
Arkansas Western Railway Company, Kansas City Terminal 
Railway Company, Texarkana & Fort Smith Railway Company 
and other subsidiary lines of the Kansas City Southern. 

John J. Pelley has been authorized to hold the positions of 
vice-president of the Illinois Central Railroad Company, Yazoo 
& Mississippi Valley Railroad Company and Dubuque & Sioux 
City Railroad Company, and director of the Birmingham Ter- 


minal Company and Omaha Bridge & Terminal Railway Com- 
pany. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 


AND COMMERCE EXPERTS AND 


GEORGE W. OLIVER 
Railroad Analyst 


1814 Harris Trust Building 
CHICAGO + 
Specializing in Transportation Costs and Statistics. 


Seventeen years’ experience in cases before the 
Interstate Commerce Commission and the Courts. 


INDUSTRIAL SHIPPERS SERVICE, INC. 


TRAFFIC SPECIALISTS 


Complete Traffic Service. Rate and Classi- 
fication Cases. Overcharge, Loss and Damage 


Claims. Auditing and Routing. 
Car Tracing Service That MOVES FREIGHT 


Fifth Floor, Lincoln Bldg., Detroit 


SPECIALISTS 


Visualized Demurrage 
J. HUNTER ROSS 
(Formerly Demurrage Specialist for Railroad 
Administration’ 


) 
Sit E Street N. W., Washington, D. C. 
A new and workable plan that visualizes just Wher, 
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United StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 


AMERICAN ANTILLES LINE) AMERICAN DELTA LINE| AMERICAN DIAMOND LINE 


Philadelphia - Rotterdam 
New York to Trinidad, 


New Orleans and other 
New “—. . “ > ~ooaeeaae 
the Guianas and “dated me 
Virgin Islands 


Gulf Ports 
(except Mobile) +g ma to Antwerp 


to A Sailing every 12 days 


‘4 i I 
Brazil and River Plate Ports nee to Rotterdam 
F Sih Antwerp 
Fortnightly Sailings 


Boston 
2 Sailings a month 
MISSISSIPPI SHIPPING CO., (Inc.) BLACK DIAMOND S. S. CORP. 
New Orleans, La. 


67 Exchange Place New York City 
Managing Operators 


AMERICAN FRANCE LINE 


Baltimore to Havre and Dunkirk 
Monthly Sailings 

Philadelphia t 

New York - 

3 Sailings a Month 
Philadelphia to Bordeaux 
New York St. Nazaire 

A Sailing Every 20 Days 


COSMOPOLITAN SHIPPING CO., (Inc.) 


Fortnightly Sailings 


COLOMBIAN STEAMSHIP CO.., (inc.) 
17 Battery Place New York City 


Managing Operators Managing Operators 


AMERICAN DIXIE LINE/AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom | North Atlantic Ports to all Mediterran- 
West Coast Ports and Glasgow eanPortsincluding Adriatic,Black Sea 


A Sailing Every 20 Days h and Levant Ports, French Mediterran- 
New Orleansto Liverpool and Manc ester ean, WestCoastof Italy .2SailingsaMonth 


Fortnightly Sailings r : - % 
New Orleans -_ A Ports to London — ee ene 


d Hull Monthly Sailings Greek, Black Sea Ports, 

Month | Sailings Constantinopole Monthly Sailings Malta, 

Houston and Galveston to Greek Syrian Coast Ports and Alex- 
andria. 2 Sailings a Month 


THE EXPORT STEAMSHIP CORP. 
25 Broadway New York City 42 Broadway New York City 


Managing Operators Managing Operators 


AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE 


South Atlantic Ports to North Atlantic Ports to 
Liverpool and Manchester China and Japan 


Monthly Sailings Monthly Sailings 
Bremen and Hamburg Philippines & Dutch East Indies 


Monthly Sailings Monthly Sailings 
London, Rotterdam and Gulf Ports to Far East 


Antwerp (China, Japan and Philippines) 
Monthly Sailings Monthly Sailings 


ATLANTIC GULF AND 
THE CAROLINA COMPANY | ORIENTAL S. S. CO., (Inc.) 
Charleston, S. C. 


17 Battery Place, New York City 
Managing Operators 


AMERICAN REPUBLICS LINE [AMERICAN SCANTIC LINE AMERICAN 


Boston . ——e SOUTH AFRICAN LINE 


orts 
Monthly Sailings 
Philadelphia —e to New York 
Baltimore os Sices Pla te 
Jacksonville — Scandinavian and , 
Savannah oe Iti South and East African Ports 
Monthly Sailings Baltic Ports pi 
Philadelphia to River Plate 2 Sailings a Month Monthly Sailings 
ew York Ports 
Monthly Sailings A. H. BULL & COMPANY, (inc.) 
40 West Street New York City 
Managing Operators 


by oy 1— Manchester 

Sailing every 10 Days 
UNITED GULF S.S. CO., (Inc.) 
Whitney —_ ~y = New Orleans, La. 


AMERICAN MERCHANT LINES 
New York to London 


_ Weekly Sailings | ondon 
Baltimore te Hull 


Hampton Roads Leith 
2 Sailings a Month 


Philadelphia London 


Boston ” ae 


2 Sailings a Month 


J. H. WINCHESTER & CO., (Inc.) 
17 Battery Place New York City 
Managing Operators 


New York, Boston, 


MOORE & McCORMACK CO..,(Inc.) 
5 Broadway New York City 


Managing Operators 


GULF-WEST 
MEDITERRANEAN LIN 


Tampa, Jacksonville, Savannah, 
harleston to 


INTERNATIONAL FREIGHTING CORP. 
44 Whitehall Street New York City 
Managing Operators 


ATLANTIC 
AUSTRALIAN LINE 


New York to Australia 
and New Zealand Ports 
Monthly Sailings 


UNITED STATES & 
AUSTRALASIA S. S. CO. 
8-10 Bridge St., New York Cit 
Managing Operators 


PAN AMERICA LIN 


New York to 
Rio de Janeiro, Santos, 


EUROPEAN LINE 


New Orleans 


Monthly Sailings to 


ulf Ports to Havre—Antwe 
Portuguese and Spanish Atlantic Port: ” *P 
2 Sailings a Month 


Monthly Sailings 
Spanish Mediterranean and North 

MISSISSIPPI SHIPPING 
CO., (Inc.) 


African Ports (West of Bizerta.) 
A Sailing every 20 days 
New Orleans, La. 
Managing Operators 


Bremen 


TAMPA INTEROCEAN S. S. -.. 
614 Whitney Cent’1 Bldg., New Orl’s, La 
Managing Operators 


SOUTHERN STATES LINE 


New Orleans toRotterdam, Am 
sterdam. 2 Sailings a Mont 


New Orleans to Bremen andj Houston and Galveston 
Hamburg. 2 Sailings a Mont to 


B 
Galveston to Bremen and Ham Havre and Antwerp 


Mobile, Ala. 


New York 
burg. 2 Sailings a Mont van 
Houston and Galveston to “7 
Bremen and Rotterdam Weenty Sulinge Bremen 
2 Sailings a Month 
Houston to Bremen and Ham 
urg. 2 Sailings a Month 
LYKES BROS. S. S. CO., (Inc. 
925 Whitney Central Bldg. 
New Orleans, La. 
Managing Operators 


Montevideo and 


Buenos Aires 
Fortnightly Sailings DANIEL RIPLEY & CO. 
(Inc.) 


MUNSON STEAMSHIP LIN Houston, Texas 


67 Wall Street New York Cit 
Managing Operators 


45 Broadway 
Managing Operators 


Mobile, Pensacola, 
Gulfport 
London, Rotterdam, Antwerp ~ 


Liverpool, Manchester, 
London, Havre, Antwerp, 
Rotterdam, Hamburg, 


WATERMAN S.S. CORP. 


Managing Operators 


Weekly Sailings 


UNITED STATES LINES 
New York City |110 State Street Boston, Mass. 


Managing Operators 


AMERICAN DISPATCH LINE 


Gulf Ports (except New Orleans) 
to 
East Coast of South America 


A Sailing Every 3 Weeks 


MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


New York to India 
Monthly Sailings 


ROOSEVELT STEAMSHIP 
COMPANY, (Inc.) 


44 Beaver St. New York 
Managing Operators 


AMERICAN PREMIER LINE 


Gulf and S. Atlantic Ports to 
French Mediterranean, 
West Coast of Italy 
4 Sailings a Month 
Adriatic Greek Levant, 
Constantinople, Malta, 
North Africa, (East of’ Bizerta) 
Monthly Sailings 
UNITED GULF S.S.CO., (Inc.) 


Whitney Central Bldg., 
New Orleans, 
Managing Operators 


AMERICAN 
WEST AFRICAN LINE 


New York 
(Gulf via New York as offers) 
to 
Azores, Canary Islands, Madeira 
and West Africa 
Monthly Sailings 


A. H. BULL & COMPANY (Inc.) 
40 West Street New York City 


Managing Operators 


MISSISSIPPI VALLEY|MOBILE OCEANIC LINEJORIOLE LINES 


ote. Baltimore, Hampton Roads to 
Liverpool. Fortnightly Sailings 
Philadelphia, Boston to Liverpool ,Man- 
chester. Fortnightly Sailings 
Baltimore, Hampton Roads, a York 
to Manchester, Avonmouth, 
Sailings every 10 days 
Boston, Baltimore, Hampton >. Phil. 
to Glasgow. Fortnightly Sailings 
Baltimore, Philadelphia, New York to 
Cork, Dublin, Belfast, Londonderry 
onthly Sailings 
Zotinem, New York - Belfast, Dublin, 
Monthly Sailings 
CONSOLIDATED NAVIGATION CO. 
M. 


Balt. M oerators 


TEXAS STAR LINE|UNITED STATES LINES YANKEE LINE 


New York to Southampton | Baltimore, Hampton Roads, 
A Sailing every 3 Weeks 


Philadelphia, Boston 
to 
Hamburg and Bremen 


2 Sailings a Month 
ROGERS & WEBB 


Managing Operators 





UNITED STATES SHIPPING BOARD FLEET CORP. 
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SANTA FE $5,000,000 TERMINAL BUILDING 


The Best Known Business Address in Dallas 


Its appearance, exterior and interior, is a constant reminder of the purpose of business. 


The concentration of over three hundred locally and nationally known concerns, making 
this structure the logical location from which to serve this Trade Area—A Centralized Market for 


Southwestern Buyers. 


The location is a time-saving ele- 
ment—in the heart of the city, with 
five submerged railroad tracks en- 
tirely out of the way of surface oper- 
ations and interferences. 


UNIT 1—Nineteen-story modern 
office building and adjoining ten- 
story display room portion. 


UNIT 2—Bonded Public Ware- 
house, General Warehousing, distri- 
bution and Poolcar service. 


UNIT 3—Cold storage warehouse 
for perishable products—1,500,000 
cubic feet capacity. 


UNIT 4, to be occupied by National 
Distributors. 


With its 1,200,000 square 
feet of floor area, the Santa 
Fe Terminal will cover four 
city blocks, extending from 
Commerce to Young street. 

























Contract for space by applying to 


DALLAS TRANSFER COMPANY, DALLAS 
SOUTHERN ICE & UTILITIES COMPANY, DALLAS 
TERMINAL BUILDING CORPORATION OF DALLAS 





































































THE TRAFFIC WORLD 


The New Or eans, Aerial 
Circumnavigator of the Globe, 
is met by Model 33, Interna- 
tional Motor Truck for the 
vital business of re-fueling. 


U 
. . j Fa ~) 
x Sp BY) \y! ~ Ah ad & 
dy 
ta 


zmiLiE romantic aspects of the world flight have been cele- 

4 Kees brated to the ends of the earth, to the neglect of the 
Pisereroil creat organization that underlay the trail around the 
pAéeere globe. Yet without superb support the planes would be 
more helpless than the ambitious barnyard fowl whose wings are 
clipped to keep him at home. 

International Motor Trucks rubbed noses with the resting planes, 
we do not know at how many points. We know, however, speak- 
ing of world-span, that International Trucks are at work today in 
27 nations and that between the two coasts of America they 
number in the scores of thousands. Year in, year out, they serve 
the aims of men with loads to haul. 


INTERNATIONAL HARVESTER COMPANY 
OF AMERICA {Incorporated} 606 So. MicH1GAN AVENUE, CHICAGO 


INTE 
WA 






Vol. XXXIV, No. 25 


INTERNATIONAL 
Heavy-Duty Trucks are 
built in 3000, 4000, 6000, 
and 10,000-lb. maxi- 
mum capacities with 
bodies to meet every re- 
quirement.There is also 
a sturdy Speed Truck 
for loads up to 2000-lbs 
and a Special Delivery 
for 1500-lb. loads. Pos- 
sessors of a reputation 
for low-cost hauling 
and for long life. Sold 
and serviced through 
105 Company Branches 
in the United States. 
Write us regarding any 
model and the address 
of nearest showroom. 
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WE BRIDGE THE GAP 


M. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 


sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 


carload reshipment to your c 


entele in adjacent towns. 


You will save your company Time and Money in thus dis- 


tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 


sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-dis - 
tory rates, and unsurpassed service. Negotiable receipts are issued 


and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 


and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


CHICAGO 


ST.LOUIS 


ee ners 2 


Duquesne Warehouse Co., Pittsburgh, Pa. Western Warehousing 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 


iLL RET ET et tnt temas erammumrernantae ——- 


gfNSYLVA Ny, 
RAILROAD 
SYSTEM 


Pennsylvania Terminal Wahowe Co., St. Louis, Mo. F 


Pan Handle Storage Warehouse, Cincinnati, O. 
Philadelphia Tidewater Terminal, Philadelphia, Pa. 
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Where they reach 


Where to reach them 
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And Many of Them! 


With the approach of 
another Duletide— 


We lay aside business 
To wish Merry Christmas 
Co each and every friend; 
flay health and good cheer 
For vou all persevere 
Clear through to the 

New Vear’s end! 


Southern Pacific Lines 
Officers and Employees 
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